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Working for Victory Today Space, Soniten and Facilities in: Tr. 
H H 4 BUFFALO 13, NEW YORK | 
Better Distribution Tomorrow Buffalo Merchandise Warehouses, Inc. Pe: 
 Guaita Tanedned Wiasdienees, tne 
% Today in America there is one dominant idea—Win conse 14, OHIO eri Do 
e ° Cleveland Storage Co., Inc. 

Victory, and Soon! Your energies and ours are DETROIT 16, MICHIGAN Th 
directed toward attainment of that goal. But what emis ax cae “a Qu 
about the post-war tomorrow? Have you planned for ana i 

e e ° ° ° Leicht Transfer & Storage Co. 
more efficient, more economical distribution? HOUSTON 2, TEXAS 
Strategic warehousing can simplify selling and dis- ee ae eee 


KANSAS CITY 7, MISSOURI 
° ° e ° Crooks Terminal Warehouses, Inc. 
tributing operations and help you attain better net LOS ANGELES 21, CALIFORNIA 
Overland Terminal Warehouse Co. 
MILWAUKEE 2, WISCONSIN 
Hansen Storage Company Name 
MUSKEGON 17, MICHIGAN P 
West Michigan Dock & Market Corp. 
PORTLAND 9, OREGON 
Rudie Wilhelm Warehouse Co., Inc. 


results. Through one source you can secure complete 
information of the rail, water and truck facilities, ex- 
perience and services of this group of terminal ware- 
houses in major marketing centers. 
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Mama has decided that her two 


young men should meet each 
other. 


And he’s off to see his daddy— 
for the first time! 


We may not be able to give them 
the kind of ride we'd like to. 
Trains will be crowded. Some 
coaches may not be as comfort- 
able and convenient as our best 
equipment. They may have to 
wait on sidings as troop and mu- 
nitions trains get the right of way. 


But service men and their rela- 


tives are good soldiers. They take 
inconveniences in their stride, un- 
derstanding that the railroads are 
doing the best they can to bring 
them together. 


With traffic so heavy, the rail- 
roads cannot always maintain all 
their prewar standards. But they 


TRAFFIC WORLD] june 1 


are keeping their dates with con- 
voys, and fighting all the emergen- 
cies that go with the world’s big- 
gest transportation job. They’re 
working as they have never 
worked before and are deter- 
mined to do their level best to 
help get the job done, and done 
as speedily as possible. 
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FOR YOUR General American tank cars keep rolling these a; 
POSTWAR PRODUCTS days. They speed gasolines for fighters; lubri- re 
cants for industries; explosives, synthetics, edi- - 
General American engineers ble oil, and many other war materials. 
are ready now to consult Thei d dabili a oan . g 

ih jiacnenmnetl eir proven dependability and safety are im- 
ine. witla; @eiag Setanta portant to you, planning for the years ahead. m 
ed to transport your new Your postwar products—liquid or gas—may be ‘ 
products safely. Call or write — “hard-to-handle”, requiring new types of linings . 
our main office—135 South or coatings—special cars unknown today. We r 
LaSalle St, Chicago 90, Ill. will design the highly specialized cars you need . 
—and build into them the proven reliability of , 
all General American tank cars. f 
s 
I 
fq 


GENERAL AMERICAN TRANSPORTATION 


CORPORATION 








Builders and Operators of Specialized Railroad Freight Cars * Bulk Liquid Storage Terminals * Pressure Vessels and other 





Welded Equipment * Aerocoach Motor Coaches * Process Equipment of all kinds * Fruit and Vegetable Precooling Service. 
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With amazing, almost human intelligence, the 
beaver locates and builds only where he finds an 
abundance of the things he must have for survival — 
where conditions are most favorable for construction 
of his lodge and dam. To this “engineer” of the 
animal world, careful choice of location is the prime 
requisite. 

Today, industry’s first job ... the job of all 
America . . . is to help win this war. The second 
job, equally important, is to plan carefully now, so 
that the nation’s progress and economic stability 
will be assured. 

Alert executives are planning now for the changes 
and responsibilities that will 
come with Victory. Their engi- 
neers are thinking in terms of 
reconversion, expansion, new 
factories. In postwar planning, 
thorough investigation and care- 
ful consideration of new plant 
sites are of the utmost importance. 


Norfolk and Western territory 
has the elements essential to post- 
war industrial progress. This 
area — between the Midwest, the 





Virginias and Carolinas and between the North and 
the South — offers a variety and an abundance of 
raw materials, including all-purpose bituminous 
coal; a satisfactory climate, good, native labor; a 
year-round, ice-free seaport at Norfolk, Va., and 
proximity to great producing and consuming mar- 
kets. Precision Transportation of the Norfolk and 
Western Railway completes the picture. 


The staff of the Norfolk and Western’s Industrial 
and Agricultural Department at Roanoke, Va., knows 
this territory. It is equipped to aid you in postwar 
plant location. Write for specific information about 
the territory’s resources and advantages. Your in- 
quiry will be held in the strictest confidence. 





NORFOLK and WESTERN Meéiray 


ONE OF AMERICA’S RAILROADS 


...- AZUNITED FOR VICTORY/ 


BUY MORE WAR BONDS 
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BOGALUSA@ 
; The latch-string is always on the outside in GM&O-Land. And so if you are looking for a new place 
to call home, drop in on us any night for dinner . . . and stay a lifetime. 
You'll find the same cordial and helpful welcbme in any one of our seven homes, for GM&O is privi- 
ORLEANS leged to live and work in Alabama, Illinois, Kentucky, Louisiana, Mississippi, Missouri and Tennessee. 


A native of 96 years, GM&O knows the physical advantages of this territory; is acquainted with its 
many outstanding business and civic leaders and can save you time and effort in your industrial planning. 

GM6&O and its neighbors in seven states join in extending you an invitation to come to dinner. .-: 
and stay a lifetime. 


MISSISSIPPI OFFERS YOU:. 


A central location with excellent transportation A large supply of intelligent native labor, excellent 
facilities for distribution of your manufactured product living conditions, a temperate climate permitting year 
in the South, and for export and coastwise shipments around operations in relatively low cost factory build- 

ings. 
through the Gulf. Progressive and conservative state and municipal 

Adequate fuel, power, and water at attractive rates. governments. (Second of a series of seven advertise 

Vast forest, mineral and agricultural resources. ments.) 


GULF, MOBILE & OHIO RAILROAD 
The Rebel Nesite Mobile, Alc. 
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0. P. A. and Rates 


Under the above caption in an editorial in The 
Traffic World of November 21, 1942, we said: 


The power-grasping Leon Henderson, director of the Office 
of Price Administration, is on record now, not only as to his 
wishes and intentions with respect to increases in transportation 
rates, but as to his authority in the matter. He is wrong. He 
may appear as a litigant before the Interstate Commerce Com- 
mission in opposition to proposed rate increases, if he wishes 
to do so, but there his function ends. 


The Supreme Court of the United States has now 
said exactly that with respect to the authority of the 
administrator of the Office of Price Administration, that 
position now being held by Chester Bowles and not by 
Mr. Henderson. The court sustained our opinion as to 
the authority of the O. P. A. administrator in rate cases 
before the Commission in its decision in No. 767, The 
Interstate Commerce Commission and Hudson & Man- 
hattan Railroad Company, Appellants, vs. The City of 
Jersey City, Fred M. Vinson, Stabilization Director, by 
Chester Bowles, Price Administrator (see Traffic World, 
June 3). 

What Congress intended the Office of Price Admin- 
istration to do with respect to railroad rates was per- 
fectly clear—and Justice Jackson says so in the court’s 
opinion—notwithstanding that the O. P. A., under the 


initial guidance of Mr. Henderson, embarked on a 
typically New Deal course of asserting that it had more 
authority than Congress gave it. 


In the emergency price control act of 1942, ap- 
proved January 30, 1942, Congress said that nothing 
“in this act shall be construed to authorize the regula- 
tion . . . of rates charged by any common carrier or 
other public utility.” In the act of October 2, 1942, 
amending the act of January 30, 1942, Congress, after 
having rejected a provision that rates charged by any 
common carrier or other public utility on September 15, 
1942, “shall not be increased without the consent of the 
President,” provided that “no common carrier or other 
public utility shall make any general increase in its 
rates or charges which were in effect on September 15, 
1942, unless it first gives 30 days’ notice to the Presi- 
dent, or such agency as he may designate, and consents 
to the timely intervention by such agency before the 
federal, state, or municipal authority having jurisdiction 
to consider such increase.” 


The foregoing paragraph contains what Congress 
said on the subject of railroad rates in connection with 
emergency price control. Congress, said Justice Jack- 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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son, did not give the O. P. A. administrator standing 
superior to that of a litigant and had not divested the 
Commission of its ordinary discretions. I. C. C. authori- 
zation of rate increases could have been subjected to 
review or veto so far as any objection of the Commis- 
sion was concerned, said he, but Congress, as he put it, 
“did no such thing.” It is gratifying that the Supreme 
Court has made such a forthright decision. 

In enacting the price control legislation Congress, 
of course, was not unmindful of the fact that rates of 
the railroads and of public utilities were subject and had 
been subject for years to regulation by federal and state 
agencies. There had been, in effect, as a practical mat- 
ter, “price control” as to the charges of such utilities. 
“Price control” was not a new matter as to the railroads 
and utilities. By its amendment of October 2, 1942, 
Congress provided for intervention of the O. P. A. in 
rate cases before the Commission but, as we said at the 
time and as the Supreme Court said in the Hudson & 
Manhattan fare case, that was as far as Congress went. 
It assumed, of course, that testimony presented by the 
O. P. A. as an intervener would be considered by the 
Commission but the Commission was not required to 
accept the viewpoint of the O. P. A. as to what rates 
should be prescribed or permitted to be charged. 


The Barnard Nomination 


George M. Barnard, nominated by President Roose- 
velt to be a member of the Commission, is a lawyer 
of many years’ experience and as a member of the Pub- 
lic Service Commission of Indiana has become familiar 
with commission regulatory procedure. He has not, 
however, we understand, had any experience in the field 
of transportation except to the extent that, as a member 
of the Indiana commission, he may have dealt there 
with intrastate commerce cases. He may become an 
able member of the Commission but, as we have pointed 
out in connection with the vacancy on the Commission 
created by the death of Joseph B. Eastman, the Com- 
mission needs good men now more than ever. We think 
that the President would have done better had he ap- 
pointed such a man as G. Lloyd Wilson whom we sug- 
gested for the place because of his qualifications. Dr. 
Wilson would have needed to waste no time in acquaint- 
ing himself with his duties and responsibilities as a com- 
missioner. 


We are thankful, however, that the President did 
not name a zealot, evangelist or crusader in the trans- 
portation field because such an individual, as Mr. East- 
man said in his “primer,” ought not to be on the Com- 
mission though he might, of course, appear before it. 


Transport Board Fiddling 


Recently the Board of Investigation and Research, 
created by Congress to inquire and report as to 
fitness of carriers, subsidies and taxation, sent a pre- 
liminary report to the President and Congress on the 
relative economy and fitness of carriers in which it dealt 


TRAFFIC WORLD | 2"? 
with the rate structure and recommended the creation 
of three new permanent federal transportation agencies. 
Now it has produced another report—that is, a sum- 
mary of a report to be submitted later—in which it goes 
into the question of what the Commission and the Office 
of Defense Transportation have been doing or not doing | =" 
toward elimination, chiefly, of waste mileage in the op- Rai 
eration of motor freight lines. Both the Commission 

and the O. D. T. are found wanting by the board. The 01 









were 1 
board says its study of motor freight operations and the § interst 
actions of the Commission and the O. D. T. relating ee 
thereto was made pursuant to the mandate of Congress | MC 66 
that it investigate the relative economy and fitness of = 
rail, motor, and water transport agencies, just as was | tween 
its report recommending the three new federal agencies, | “aba 
It is difficult to see just what these two reports have to § Servic 
do with the relative economy and fitness of carriers. roo | 

The board has been wandering into many fields— pmaem 
perhaps interesting to it—and in the meantime it has § coveri 
failed to concentrate on the principal tasks assigned it one | 
by Congress. We wonder why there is not some action § applic 
taken because this board has spent more than a million J fodic. 
dollars of the public’s money and has conducted itself asf T 
it has. Its conception of its duty, as evidenced by tts ine I 
reports—including the amazing report on interterri- § ing, tl 
torial freight rate kes its recommendations worth. J 2"¢ 4 
less. With the board’s ingenuity in discovering things § made 
To investigate, it ought to investigate the reasons for its § quote: 
own wastefulness of the public’s money. What it ought Gaiviec 
to do is to close its doors and return to the Treasury the J tions 
few dollars it has left and with which it is making itself J instar 
more and more ridiculous. In a long experience with § termi: 
public officials and agencies we have never seen the like 
of this transportation board and its failure to do some § Gal 
thing approaching what it was told to do, and its pen- T 
chant for doing all kinds of other things. Senator § MC1 
Stewart and Representative Priest, of Tennessee, have a 
introduced bills providing that the life of the board be § from 
extended four years from September 18 when the board, ive 
under present law, must go out of business. These bills § to tr 
ought to die along with the board. paneey 

—_ Appli 
TRANSPORT BOARD EXTENSION ee 

Chairman Wheeler, of the Senate interstate commerce a 
committee, has referred S. 1836, proposing extension of the life 30 tn 
of the Board of Investigation and Research for four “years from rents 


September 18, 1944, to a subcommittee consisting of Senator 
Stewart, of Tennessee, author of the bill, chairman; Senator 7 
Hill, of Alabama, and Senator Shipstead, of Minnesota. A com- 


panion bill in the House was introduced by Representative _— 
Priest, of Tennessee (see Traffic World, May 13, p. 1333). f Ow! 
It was announced by Senator Stewart, June 5, that the Pe 
subcommittee would hold a hearing June 9 on S. 1836 on 
i | 
BARNARD FOR COMMISSIONER Shits 

Injuries received in an automobile accident by George M§ gate 
Barnard, nominated by President Roosevelt to be a membel§ inter: 
of the Commission, are expected to delay consideration of the § some 
nomination by the Senate interstate commerce committee. 1 comp 
Barnard was said this week to be recovering from the injuries, 7 
the accident having occurred shortly before his nomination wa § was 
sent to the Senate May 31 (see Traffic World, June 3, p. 1513). §  freig! 
No objections to confirmation of. the nomination had been re-§ holde 
ceived by the committee, it was stated June 6. ab 
aS e 
RETURN TO STANDARD TIME om Pp 
Senator Wherry, of Nebraska, has introduced S. 1976, t0 epal 


provide for returning to the use of standard time throughout 
the United States. 


gLD 


tion 
cies, 
um- 
pOes 
fice 
oing 
> Op- 
sion 
The 
1 the 
iting 
ZTeSs 
ss of 
was 
cies, 
ve to 
S. 
ids— 
t has 
ed it 
ction 
illion 
elf as 
ry its 
terri- 
orth.. 
hings 
or its 
ought 
"y the 


‘itself, 


with 
e like 
some- 
; pen- 
nator 
have 
ird be 
oard, 
e bills 


nmerce 
the life 
rs from 


Senator | 
Senator | 


A com- 
mntative 
). 

hat the 


orge M. 
member 
1 of the 
ee. Mr. 
injuries, 
ion was 
. 1513). 
yeen re 


1976, to 
oughout 





June 10, 1944 


1551 





Decisions of Interstate Commerce Commission 
, Railroad, Water, and Motor Transport 





Railway Express Application 


Operations of the applicant over certain involved routes 
were inter-terminal operations, and so subject to part II of the 
interstate commerce act, and not, as the applicant contended, 
pick-up or delivery transfer services within terminal areas sub- 
ject to part I of the act, the Commission, division 4, decided in 
MC 66562, Sub. 1, Railway Express Agency, Inc., Common Car- 
rier Application. It found the agency entitled to continue opera- 
tion as to general commodities, moving in express service, be- 
tween certain points in North Carolina, Indiana, Georgia, 
Alabama, and South Carolina, over specified routes, as successor 
in interest to Southeastern Express Co., of New York; N. Y. 
Service to certain intermediate and off-route points was author- 
ized. Except as to one route, the service was limited to that 
auxiliary to, or supplemental of, express service; and to ship- 
ments moving on a through bill of lading or express receipt 
covering, in addition to a motor carrier movement by the appli- 
cant, an immediately prior or immediately subsequent move- 
ment by rail. Fourteen routes were involved in the original 
application, but the report said that, at the hearing, applicant 
requested withdrawal of its claims with respect to four of the 
routes, and was permitted to do so. 

The report said the applicant relied on certain statements 
in the report of the Commission in Railway Express Agency, 
Inc., Determination of Status, 21 M. C. C. 161. In that proceed- 
ing, the Commission said the distinguishing feature of pick-up 
and delivery service and over-the-road transportation was that 
the former was rendered free, in the sense that no charge was 
made for it in addition to the line-haul rate. The instant report 
quoted the first finding in the status case to the effect that such 
service within terminal areas were subject to part I, and not 
subject to part II, of the act and that authority for such opera- 
tions was not required. However, in an analysis of the four 
routes with respect to which the question had been raised, the 
instant _—_ found that, in each case, the operation was inter- 
terminal. 


Gallagher Motor Rights 


The Commission, division 5, by a report and order in 
MC 1475, Sub. 1, James Gallagher, Inc., Extension, has reversed 
its prior findings on reconsideration, and granted authority for 
the transportation of general commodities, with exceptions, 
from points in Bucks, Chester, Delaware, Montgomery, and 
Philadelphia counties, Pa., to Philadelphia, over irregular 
routes. The effect of the authority was to permit applicant 
to transport such commodities for compensation on return 
movements to Philadelphia. The report pointed out that the 
certificate issued in James Gallagher, Inc., Common Carrier 
Application, 41 M. C. C. 841, authorized the applicant, among 
other things, to transport general commodities from Phila- 
delphia to points in Pennsylvania within a radius of 100 miles 
thereof, and to points in Delaware and New Jersey within 
30 miles of Philadelphia, with no authority for return move- 
ments for compensation. 

The report analyzed the services of competing motor car- 
riers and said they were serving the claimed territory rather 
extensively and that, as to the entire area, applicant had not 
shown that service to the inadequate nor established the need 
for additional service to all of the points. However, it said, 
under a Pennsylvania certificate, the applicant had long con- 
ducted service between the named counties and Philadelphia 
in keeping with what the state had found to be a public need. 
Shippers now using applicant’s intrastate carrier had to segre- 
gate their shipments and seek another carrier to conduct their 
interstate transportation, it said, adding that this was burden- 
some and could be eliminated without materially affecting the 
competitive status of protestant carriers. 

The report touched on the fact that James Gallagher, Jr., 
was the owner and proprietor of Gallagher Carloading Co., a 
freight forwarder, and that, while he claimed not to be a stock- 
holder of the motor carrier applicant, he had been its secre- 
tary-treasurer for 28 years and had assisted in its management. 
The association of the two companies was so close that for 
all practical purposes they appeared to function as different 
departments of one business, the report said, and that the 


junior Gallagher’s managerial capacity might be in violation 
of section 411(c) of the act. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission. ) 


Clothing Bags 


No. 29020, National Bedding Co. vs. Atlantic Coast Line 
Railroad Co. et al. By the Commission, Chairman Patterson. 
Dismissed. Rates applicable on clothing bags, in carloads, from 
Little River and Miami, Fla., to Brooklyn, N. Y., found not 
shown to have been or to be unreasonable. The complainants 
alleged that the third-class rate collected and sought to be 
collected on 13 carloads of cotton bags, in cartons, shipped 
between December 3, 1942, and March 27, 1943, from Little 
River and Miami to Brooklyn, had been and was unreasonable. 
The report said that on December 31, 1940, the rating on 
this commodity was changed from first class, any quantity, to 
third class, minimum 20,000 pounds, subject to classification 
rule 34, in the official, southern, and western classifications. 
This, it said, was one of the numerous instances where the 
carriers at that time voluntarily substituted a carload rating 
for an any-quantity rating for the purpose of affording shippers 
in official and southern territories the benefit of the mixed- 
carload shipment rule that had application only in connection 
with articles accorded carload ratings. Prior thereto, it said, 
an any-quantity rating of third class had been established on 
this commodity by exceptions to the southern classification. 
This voluntarily reduction, it said, was among the many re- 
duced ratings made by rail carriers to meet competition by 
other forms of transportation. The exceptions rating, now ap- 
plicable to less-than-carload shipments, did not apply when 
the official or western classification governed the rates to be 
charged, the report said, the less-than-carload rating in those 
classifications, as well as in southern classification proper, 
being first class. Complainants’ allegation of unreasonableness, 
it said, was based on the fact that the same rating applied 
on this article whether shipped in carload or less-than-carload 
quantities from and to these points, which resulted in the third- 
class rates being applicable on any quantity shipments. They 
further contended, it said, that because the movement was to 
the United States Navy carload ratings should be lower than 
any-quantity and less-than-carload ratings, and asked that the 
carload rate be made no higher than fourth class. The report 
said the fact that the less-than-carload rating was made, by 
exception to the southern classification, the same as that for 
carloads did not, under the circumstances related, indicate 
that the latter rating had been or was unreasonable. Evidence 
that the assailed rating was not out of line with ratings on 
other commodities of comparable value and loading capacity 
tended to show the contrary to be the case, it said. It pointed 
out that shipping bags were less advanced in manufacture than 
clothing bags, and that their value was less, and their weight 
density higher, in discussing the fourth-class rating in effect 
on cotton shipping bags and on cotton piece goods which, it 
said, had been in effect for many years and constituted a de- 
parture from the well-recognized classification principle that 
the rating for a manufactured article should be somewhat 
higher than that for the material from which it was made. 


Steel Mine Cars 


No. 28944, Utah Fuel Co. vs. Baltimore & Ohio. By the 
Commission, Commissioner Rogers. Rates on steel mine cars, 
in carloads, in effect prior to September 1, 1943, from Barnes- 
ville, O., to Clear Creek and Sunnyside, Utah, found unreason- 
able, and reparation awarded. The report said the assailed 
rate of $1.69 to Clear Creek was unreasonable to the extent 
that it had exceeded $1.54, and that the assailed rate of $1.73 
to Sunnyside was unreasonable to the extent that it had ex- 
ceeded $1.63, and that the complainant had been damaged in 
the amount of the differences. It said it was clear from the 
record that the assailed rates had exceeded the general level 
of the carload rates on steel mine cars contemporanously main- 
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tained to branch-line points and other points in the destina- 
tion territory under consideration, and that the defendants had 
made no convincing showing that this general rate level was 
below a reasonable maximum level for the shipments to Clear 
Creek and Sunnyside. 


Commission Motor Reports 


(An asterisk before’ the docket number means that the report 
will uot be prumted in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 28478, Sub. 1, David C. Doyle, Saginaw, Mich., exten- 
sion. Certificate granted. General commodities, with exceptions, 
over described routes in Mich., with no service at intermediate 
points, and serving the General Motors Tank Plant, near Grand 
Blanc, Mich., as an off-route point in connection with appli- 
cant’s presently authorized route between Saginaw and De- 
troit, Mich. 

*MC 12285, Nelson P. Hoff, Washington, D. C., broker ap- 
plication. License granted. Household goods, between Washing- 
ton, D. C., and points in Md., and Va., within 15 miles of Wash- 
— on the one hand, and, on the other, points in the United 

tates. 

*MC 1968, Sub. 27, David C. Hall, Fort Worth, Tex., ex- 
tension. Certificate denied. General commodities, between 
Memphis, Tenn., and Monroe, La., and between Ruston and 
Alexandria, La., over specified routes. The report said applicant 
could supply, under his temporary authority, all the needs for 
service disclosed by the record, and that the evidence was in- 
sufficient to show that services prior to the war were inade- 
quate or that there would be a permanent need for applicant’s 
service when transportation conditions were again normal. 

MC 12271, Thomas Francis Galvin, Jr., Roxbury (Boston), 
Mass., broker application. License granted. General commodi- 
ties, from Boston to points in 27 states and the District of Co- 
lumbia. Chairman Patterson dissented. 

*MC 2212. Sub. 1, Ralph Goheen, Manhattan, Kan., exten- 
sion. Certificate granted. Empty beer and oil containers, from 
Manhattan, Kan., to Kansas City, Mo., over U. S. highway 24. 

*MC 12118, A. Johnson, Chicago, Ill., broker application. 
On reconsideration, license granted in prior report, 16 M. C. C. 
293, to applicant partnershiv authorizing operation as a broker 
at Chicago, Ill., household goods, store fixtures, and office equip- 
ment, in interstate commerce, from Chicago to other points in 
the U. S., ordered issued to surviving partners, one of the 
members of the partnership having died. 

*MC 19936, Sub. 3, R. D. Fowler, High Point, N. C., exten- 
sion. Certificate granted. New furniture, (1) from High Point, 
Thomasville, and Lenoir, N. C., to Richmond, Va., and Wilming- 
ton, Del.; and (2) from Mebane, Drexel, Morganton, and Marion, 
N. C., to Richmond, Va., points in Washington, D. C., commer- 
cial zone, Baltimore, Md., Wilmington, and Philadelphia, Pa. 

*MC 30012, Sub. 37, George H. Blewett, Leonard W. Harper, 
and Marion L. Martin, Houston, Tex., extension. Certificate de- 
nied. General commodities, with exceptions, between Alexandria 
and Ruston, La. 


*MC 49399, Sub. 3, Maurice R. Davis and Lyle P. Davis, 
Saginaw, Mich., extension. Permit granted. Animal and poul- 
try feeds, from Hammond, Ind., to certain points in the lower 
peninsula of Mich., over irregular routes, with no service to 
Flint, Reed City, and Saginaw; and fence and fencing mate- 
rials, from Chicago, Ill., and Crawfordsville, Ind., to points in 
the lower peninsula of Mich., over irregular routes. The report 
said the Commission, on its own motion, would give considera- 
tion to issuance of temporary authority for the transportation 
of fertilizer, in truckloads, from Lockland to points in the 
lower Mich. peninsula, and of salt, in truckloads, from St. 
Claire, St. Louis, Marysville, and Port Huron, to points in O. 
and Ind. Commissioner Lee concurred in part. 


*MC 54435, Michigan Motor Freight Lines, Inc., Detroit, 
Mich., common carrier, embracing MC 54435, Sub. 1, Same, 
extension. Certificate granted. In MC 54435, on further hearing, 
findings in original report, 41 M. C. C. 855, modified. Contin- 
uance in operation, general commodities, with certain excep- 
tions, over certain routes and to and from certain points in 
Mich., O., Ky., Ind., and Ill., in addition to those granted in 
the original report and in the report and order on reconsidera- 
tion, decided October 15, 1943. In MC 54435, Sub. 1, operation 
by applicant over certain regular routes in Mich., Ind., and O., 
for operating convenience only, in connection with its opera- 
tions under MC 54435. 


*MC 103623, Sub. 1, Jaqua Transit Lines, Inc., Muncie, 
Ind., extension. Certificate granted, on finding applicant’s pro- 
posed operations to be those of a common carrier. Specified 





TRAFFIC WORLD 


commodities, between points in O., Ind., Ill., Ky., and Mo., over 
irregular routes. 

*MC 104571, Mrs. William Clark, Dubuque, la., common 
carrier. Certificate granted. Household goods, between Dub- 
uque, Ia., and points within 25 miles thereof, on the one hand, 
and, on the other, points in I1., Ia., Minn., and Wis., over irreg- 
ular routes. 

*MC 104729, Winfield E. Pray, Seekonk, Mass., contract 
carrier. Permit granted. Fertilizers, from North Weymouth, 
Mass., to points in Kent, Providence, and Washington counties, 
R. I., over irregular routes. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-25, Independent Pier Co. Contract Carrier Application, 
embracing W-2, Tugboat Jupiter Co. Contract Carrier Appli- 
cation; W-4, Tugboat Triton Co. Contract Carrier Applica- 
tion; W-11, Tugboat Spartan Company Contract:-Carrier Ap- 
plication, and W-24, Tugboat Neptune Co. Contract Carrier 
Application. By division 4. Certificate granted, effective Au- 
gust 24. Applicants’ operation found to be that of a common 
carrier and applicants found entitled to continue joint operation 
as a common carrier by towing vessels in the performance of 
general towage between ports and points on the Delaware 
River and Delaware Bay and between those ports and points 
on the one hand and Baltimore on the other via the Chesapeake 
and Delaware Canal, and the Chesapeake Bay. Public con- 
venience and necessity found to require joint operation by ap- 
plicants as a common carrier by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of 
commodities generally between ports and points on the Dela- 
ware River north of the Chesapeake and Delaware Canal, and 
between those ports and points on the one hand and Baltimore 
on the other via the Chesapeake and Delaware Canal and 
Chesapeake Bay. The report said the Pier Company owned all 
of the stock of Independent and of the tugboat companies and 
operated them in connection with its other property as a single 
transportation system. 


Commission Water Action 


The Commission, division 4, by four orders in water car- 
rier proceedings, has dealt with applications for temporary 
authority to operate between points in the state of Washington. 

In W-361, Puget Sound Navigation Co. Temporary Author- 
ity Application—Mukilteo, the applicant, doing business. as 
Black Ball Line, was authorized to operate as a common car- 
rier in the performance of a freight-car ferry service, by non- 
self-propelled vessels with the use of separate towing vessels 
between Mukilteo, Wash., on the one hand, and Bremerton 
(including Puget Sound Navy Yard), Ostrich Bay, and Key- 
port, Wash., on the other hand, until December 31. By an- 
other order in that proceeding, the Commission set aside its 
order of November 9, 1943, granting the applicant temporary 
authority until December 31 to operation as a common carrier 
by non-self-propelled vessels with the use of separate towing 
vessels in the performance of freight-car ferry service between 
Richmond Beach, Bremerton (including the Puget Sound Navy 
Yard), Ostrich Bay, and Keyport, Wash. This latter action 
was taken at the request of the applicant. 

In W-680, Drummond Lighterage Co., Inc., Temporary 
Authority Application— Mukilteo, temporary authority was 
granted until December 31 as to the performance of a freight- 
ear ferry service, by non-self-propelled vessels with the use 
of separate towing vessels between Mukilteo and Indian Island, 


ash. 

In W-587, Foss Launch & Tug Co., Temporary Authority 
Applications—Mukilteo and Bangor, the Commission, division 4, 
denied Foss applications for authority to perform a freight-cal 
ferry service between Seattle and Mukilteo, Wash., on the 
one hand, and, on the other, Bangor, Wash., and between 
Mukilteo, on the one hand, and, on the other, Keyport, Ostrich 
Bay, and Indian Island, Wash. 

The Commission, division 4, by an order in W-892, Truckers 
Steamship Co. Temporary Authority Application, has vacated 
its orders of April 3 and June 24, 1943, granting temporary 
authority until December 31 for operation as a common carrie! 
by self-propelled vessels in the ‘transportation of trucks and 
trailers, loaded or empty, and motor vehicle tractor units, 
between Detroit, Mich., and Cleveland, O. The order said the 
carrier was in receivership, that dissolution of the corporation 
had been authorized by the cireuit court for Wayne county, 
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Mich., that the carrier’s operations had been discontinued, and 
that there was no prospect of the corporation being reorganized 
or of the receiver resuming the water carrier operations. 


FREIGHT FORWARDER ACTION 


By a report permit and order in FF-93, Rhode Island 
Despatch, Inc., Application, the Commission, division 4, has 
found the applicant to be a freight forwarder and authorized 
it to forward commodities generally, in interstate commerce, 
from points in Massachusetts and Rhode Island to Philadelphia 
and points in the New York commercial zone. The permit 
and order were made effective August 3. The report said the 
applicant was a wholly-owned subsidiary of Moshassuck Trans- 
portation Co., a motor common carrier. 


MOTOR FINANCE CASES 

MC-F-2365, Anna M. and Morgan B. Shipley—Control; Atlantic 
Freight Lines, Inc.—Purchase—John Girard? Purchase by Atlantic 
Freight Lines, Inc., of Uniontown, Pa., of certain operating rights of 
John Girard, doing business as John Girard Motor Express, also of 
Uniontown, and acquisition of control of said operating rights by Anna 
M. and Morgan B. Shipley, also of Uniontown, through said purchase, 
approved and authorized, subject to condition. 

MC-F-2490, J. D. Harms—Control; Pacific Transport, Inc.—Purchase 
—R. W. Reneau. Application for authority under section 210a(b) of 
Pacific Transport, Inc., of Bellevue, Wash., for temporary operation of 
motor-carrier rights and properties of R. W. Reneau, doing business as 
Wenatchee-Oroville Freight Lines, of Pateros, Wash., denied. 

MC-F-2528, Steel Transportation Co.—Purchase—Contract Carriers, 
Ine. Application for authority under section 210a(b) of Steel Transpor- 
tation Co., of Indiana Harbor, Ind., for temporary operation of a por- 
tion of the motor-carrier rights of Contract Carriers, Inc., of Indian- 
apolis, Ind., granted with conditions. 


HOLUB MOTOR PURCHASE 

By a report and order in MC F-2364, Herman O. Sites, et 
al—Purchase—Frank J. Holub, the Commission, division 4, 
has approved and authorized purchase by Herman O. Sites, 
Ben F. Billeter and Paul W. Graf, dba Portland-Pendleton 
Motor Transport Co., of the operating rights of Frank J. Holub, 
of Ione, Ore. The Holub rights cover common-carriage, over 
irregular routes, of live stock, agricultural commodities, and 
farm machinery between points in Wheeler, Morrow, Gilliam, 
Grant, and Umatilla counties, Ore., and those in Yakima, Ben- 
ton, Columbia, and Walla Walla counties, Wash., and house- 
hold goods and emigrant movables, between points in Wash- 
ington and those in the aforementioned Oregon counties. 


CENTRAL OF GEORGIA REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
12950, Central of Georgia Railway Co. Reorganization, has 
assigned the proceeding for hearing July 25, at Hotel St. 
George, Brooklyn, N. Y., before Examiner Roger T. Boydan, 
“for the purpose of receiving evidence in support of and in 
opposition to’ a plan of reorganization filed by Merrel P. 
Callaway, trustee of the debtor railroad. The order also said 
the hearing was to receive evidence in support of and in opposi- 
tion to a statement with reference to the plan filed by certain 
members of the trustee’s advisory committee, and any other 
plans that might be filed before, or with the consent of the 
Commission during, the hearing, by the trustee or by or on 
behalf of not less than 10 per cent in amount of any class of 
creditors or stockholders, or, with the consent of the Commis- 
sion, by any party in interest. Proposed plans must be filed 
with the Commission and copies furnished all parties not less 
than one week in advance of the hearing. Three copies of any 
exhibits to be presented must be filed with the Commission, 
and copies furnished parties to the proceeding not later than 
June 26. Secretary Bartel, of the Commission, pursuant to the 
order, has issued notice of hearing. 

_ By another order in the proceeding the Commission, divi- 

sion 4, received a report of the elements of valuation of the 
road, prepared by its Bureau of valuation and made the report 
a part of the record. The bureau said that the total original 
cost of the property owned by the carriers involved in the 
proceeding was $108,133,611, as nearly as could be determined. 
Of this sum, it said, $69,916,244, or 64.66 per cent represented 
actual cost, and $38,217,367, or 35.34 per cent, ‘represented 
estimated cost. 


COMMISSION ORDERS 

MC 93318 Sub. 1, Joe D. ges, Inc., extension of operation— 
Louisiana, and MC 93318 Sub. 2, Joe D. Huges, Inc., extension— 
i Proceeding reopened for reconsideration on present 
ecord. : 

MC 102268, Huff Coal Co., Inc., contract carrier application. Pro- 
ceeding reopened for further hearing at a time and place to be fixed. 

1. & S. M-2203, Leather—Sault Ste. Marie to Chicago and Milwau- 
kee. Effective date of order of January 28, modified so as to become 
effective July 1, instead of June 1. 


1553 


MC 21170, Sub. 10, Bos Freight Lines, Inc., extension, intermediate 
points. Reports and orders of November 10, 1942, and January 31, 
modified so as to delete from exceptions to general commodities as 
set forth in findings in each of said reports and orders words ‘‘house- 
hold goods as defined,in Practices of Motor Common Carriers of House- 
hold Goods, 17 M. C. C. 467,’’ and ‘‘those requiring Special equipment.’’ 
This order shall become effective July 15, unless prior thereto any party 
in interest shall show cause, if any there be, in a writing verified under 
oath, why reports and orders of November 10, 1942, and January 31, 
should not be further modified in manner described. 

MC 42487, Consolidated Freight Lines, Inc., common carrier appli- 
cation. Report and order of January 17, 1941 (27 M. C. C. 697), modified 
by inserting in limitations set forth under route 17 of Appendix A 
words ‘‘between Fargo, N. Dak., and Minneapolis, Minn.’’ after phrase 
‘“‘No local freight service.’’ This order shall become effective July 15, 
unless prior thereto any party-in-interest shall show cause, if any there 
be, in a writing verified under oath, why report and order of January 
17, 1941, should not be modified in manner described above. 

Finance 14440, C. & O. Ry., construction. Application dismissed. 

Finance 3385 (supplemental), Cambria & Indiana construction. Peti- 
tion of Cambria & Indiana for suspension of certificate of February 11, 
1925, requiring completion of construction on or before June 30, 1945, 
denied. 

MC 3121 Sub. 5, Steel Trucking, Inc. Order of June 4, 1943, in 
so far as it dismissed application, vacated. Reopened and assigned 
for hearing at a time and place to be hereafter fixed. 

MC 102616 Sub. 2, Coastal Tank Lines, Inc., extension, Greensboro, 
N. C. Order of April 15, 1943, in so far as it dismissed application, 
vacated. Reopened for further hearing. 

No. 28882, Coast Packing Co. vs. Un. Pac. 
for reconsideration and oral argument, denied. 

MC 78786 Sub. 122, Pacific Motor Trucking Co., extension of op- 
erations, Marin and Sonoma Counties, Calif. Reopened for hearing for 
purpose of receiving evidence as to whether present and future public 
convenience and necessity require operation by applicant as a common 
carrier, in interstate or foreign commerce, of milk and cream and 
products thereof, and of farm and dairy supplies, between points and 
over routes authorized in certificate. 

Finance 14254, Nezperce & Idaho abandonment. 
certificate of April 12, further extended to August 1. 


Defendant’s petition 


Effective date of 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14509, Baton Rouge, Hammond & 
Eastern Railroad Co. Lease, authorizing lease by the Yazoo & Mis- 
sissippi Valley Railroad Co. of the properties of the Baton Rouge, 
Hammond & Eastern Railroad Co. Approved. 

Report and order in F. D. No. 14562, New York, New Haven & 
Hartford Railroad Co. Trustees Notes, granting authority to issue at 
par not exceeding $5,252,000 of promissory notes in further evidence of 
the unpaid portion of the purchase price of certain equipment to be 
acquired under a conditional-sale agreement. Approved. 


PETITIONS FOR REHEARING, ETC. 


MC-C 390, Blaw-Knox Company, Power Piping Division vs. Asso- 
ciated Freight Forwarders. Associated Freight Forwarders asks that 
complaint be dismissed. 

MC-C 335, Schaefer, Inc., formerly Harold L. Schaefer, Inc. vs. 
GC. & Conklin *Truck Line, Inc., et al. C. A. Conklin Truck Line, Inc., 
asks for reconsideration, rehearing or oral argument and other relief. 

Finance 14433, D. L. & W., et al. merger, etc., and Finance 14434, 
D. L. & W. securities and assumption of obligation and liability. D. L. 
& W. and N. Y. L. & W. ask amendment of Commission’s order de- 
cided May 15. 

No, 28823, Enid Board of Trade, et al., vs A. T. & S. F., et al. 
Defendants ask for postponement of consideration of their petition of 
May 22, and further request postponement of effective date of order of 
March 7. 

No. 28936, O. C. Field Gasoline Corp. vs. Nevada Northern, et al. 
Defendants ask for reconsideration by entire Commission. 

MC-F 2351, John Burton Gibbons, et al., control, Gerard Motor Ex- 
press, purchase, Hanson Motor Express, Inc. Motor Freight Corp. asks 
for hearing and leave to intervene. 

MC-F 2351, Gerard Motor Express, Inc., purchase, Hanson Motor 
Express, Inc. Hayes Freight Lines, Inc., asks for hearing. 


FINANCE APPLICATIONS 

Finance No. 14579, Wabash Railroad Co. asks authority to pur- 
chase that part of the lines of railroad owned by the M-K-T, extending 
between Moberly, Randolph county, Mo., and Hannibal, Marion county, 
Mo., approximately 69.75 miles of main line track, together with passing 
tracks, station grounds, station buildings with their furnishings and 
fixtures, tools and appliances, warehouses, platforms, water tanks, 
water supply, telegraph and telephone lines, and all other properties 
and facilities used in connection with or appurtenant to the line and 
all additions thereto and replacements thereof made since August 1, 
1923, with certain exceptions. The applicant said it had been oper- 
ating the line under lease agreement since 1923, under which, it said, 
it was proposed to pay $2,400,000, and that it was not proposed that 
any securities would be acquired in consummating the transaction. 
The applicant said the property covered by the application was en- 
cumbered, but that the applicant did not propose to assume obligation 
on liability in respect thereof. It said the line of railroad formed an 
important and integral link in the main lines of railroad operated by it, 
and that purchase of the line and other properties would result in 
annual savings, by termination of rental payments, of $120,000. It said 
operation of the line afforded a direct and short line of railroad from 
its western termini at Kansas City, Mo., and Omaha, Neb., to Decatur, 
Tll., Toledo, O., Detroit, Mich., and Buffalo, N. Y., thus making it 
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unnecessary for large volumes of traffic to move over applicant’s other 
routes through the busy terminals at St. Louis, Mo., and that the 
proposed transaction would not increase total fixed charges. 

Finance No. 14577, Seaboard Air Line Railway Co., and Legh R. 
Powell, Jr., and Henry W. Anderson, receivers, ask authority to aban- 
don a track known as the Tredegar-Jacksonville branch, extending from 
mile post 665.87 to mile post 669.13, a distance of approximately 3.26 
miles, all in Calhoun county, Ala. The application said that studies 
made for the receivers indicated that the branch had been operated at 
an out-of-pocket loss in each of the years 1939 to 1943, and that future 
operation of the branch would result in cumulative losses. It said that, 
as Jacksonville, the point of origin or destination of substantially all 
traffic moving over the branch, was adequately served by other rail 
facilities, the authority sought, if granted, would effect economies 
ie aa adversely affecting the transportation needs of the territory 
served, 

MC F-2550, Joseph Schwartz and Robert Schwartz, dba Schwartz 
Bros. Truckmen, of Newark, N. J., ask authority to purchase certain 
operating rights of Willard Sulzberger Motor Co., of Passaic, N. J., 
and tempofarily to operate. 

MC F-2551, Burlington Transportation Co., of Chicago, Ill., asks 
authority to purchase certain operating rights, equipment, and property 
of Kenneth C. Headley, dba Headley Transfer, of Broken Bow, Neb. 

Finance No. 11897, Minneapolis, st. Paul & Sault Ste. Marie Rail- 
way Co. Reorganization. Reorganization managers for the debtor ask 
authority to transfer property of debtor to reorganized company, and 
for authority for the reorganized company and others to issue securi- 
ties and assume obligations and liabilities as contemplated by the plan 
of reorganization; also approval in substance of documents to be used 
in connection therewith. The securities for which authority was asked, 
were: $10,000,000 aggregate principal amount of first mortgage 4% per 
cent cumulative income bonds, series A, due January 1, 1971, of the 
reorganized company; $20,129,000 aggregate principal amount of general 
mortgage 4 per cent income bonds, series A, due January 1, 1991, of 
the reorganized company; approximately 717,462 shares of common stock 
without par value; 12 shares of common stock without par value; scrip 
certificates in lieu of first mortgage bonds and general mortgage bonds 
in denominations of less than $100; voting trust certificates representing 
approximately 717,642 shares of common stock; scrip certificates of 
series A and series B to be issued under a voting trust agreement; 
certificates of deposit under the proposed second mortgage bondholders’ 
deposit agreement, representing deposit of second mortgage 4 per cent 
fifty-year gold bonds of the debtor; certificates of deposit under the 
proposed first refunding mortgage bondholders’ agreement, representing 
the deposit of first refunding mortgae bonds, 5% per cent, due July 1, 
1978, series B, of the debtor; and certificates of beneficial interest under 
the first refunding mortgage bondholders’ deposit agreement, in lieu of 
the distribution of first and refunding mortgage 5 per cent bonds, 
series B, due April 1, 1959, of Wisconsin Central, where the principal 
amount to be distributed to any security holder in accordance with the 
plan is less than $100,000. 

Finance No. 14580, Chicago, St. Louis & New Orleans Railroad Co., 
and Illinois Central Railroad Co., ask authority to construct and operate 
a line to the mine of the Beech Creek Coal Co., connecting with the 
main line of the C. St. L. & N. O. near Greenville, Ky., and extending 
approximately 4.6 miles to a connection with the mine or industry 
tracks of the mining company, in Muhlenberg county, Ky. 

MC F-2552, Hargis Truck Line, Inc., of Tell City, Ind., asks author- 
ity to purchase certain operating rights and equipment of Gene D. 
Wininger, dba Wininger Truck Line, of French Lick, Ind., and tem- 
porarily to operate. Kenneth Hargis, Matthew Hargis, and Ethel Har- 
gis, all of Tell City, filed supplemental applications as parties in in- 
terest. 

MC F-2553, Lafayette-Indianapolis Transit Co., Inc., of Lafayette, 
Ind., asks authority to lease certain operating rights of Foster Freight 
Lines, Inc., of Indianapolis, Ind. 

MC F-2554, Lawrence F. Bornman, dba Bornman Transfer Co., of 
Indianapolis, Ind., ask authority to purchase certain operating rights 
of Olga A. Wade, administratrix for Robert J. Suesz, deceased, dba 
Otto J. Suesz Transfer, also of Indianapolis. 

Finance No. 14585, Arkansas Railroad Co. asks authority to obtain 
a loan from the Reconstruction Finance Corporation to reconstruct its 
line of railroad in Lincoln county, Ark., extending from Gould, where 
it connects with the Little Rock-New Orleans main line of the Missouri 
Pacific, to scar City, Ark., 17.8 miles of main track, and 2.5 miles of 
way switching track. The application showed that $79,548.80 would be 


required for materials, and said that the funds should be available to 
the applicant on July 1. 


IRON AND STEEL MOTOR RATES 


Motor common carriers, parties to supplement No. 40 to 
Central States Motor Freight Bureau, Inc., agent, MF-I. C. C. 
No. 87, tariff No. 280-A, effective June 15, were “pyramiding 
rate increases,” said Great Lakes Steel Corporation in a re- 
quest for suspension of the supplement filed with the Commis- 
sion. The motor carriers had retained the general 6 per cent 
increases authorized in Ex Parte 148, said Great Lakes, and 
had generally increased the rates by another 4 per cent effec- 
tive March 6. The instant proposal, it said, would result in 
increases ranging from four cents to six cents a 100 pounds, or 
from 12 to 19 per cent over the present truckload rates on iron 
and steel articles between the affected points—Detroit, Mich., 
to Kenosha, Milwaukee, Racine and Waukesha, Wis. Great 
Lakes said the proposed increased rates approximated very 
closely the rail less-than-carload rates. 

The proposed increased rates would result in rates out of 
proportion for the service involved, as compared with rates 
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published and maintained for the same or greater distances 
from Detroit, Mich., Toledo and Cleveland, O., to other points 
in “Central States Territory,” said Great Lakes, and would be 
unjust, unreasonable, unduly preferential and prejudicial, and 
unjustly discriminatory in violation. of section 216(d) of the 
interstate commerce act. 


: TEXAS RATE INCREASE SUSPENSION 


By an order in No. 28846, Increases in Texas Rates, Fares 
and Charges, the Commission, on petition of the respondents 
in that proceeding, has further modified its order of April 28, 
1943, as modified by order dated November 16, 1943, which 
suspended until. specified dates the increases in freight rates 
and charges (including those on milk and cream) prescribed 
in the Commission’s order of December 18, 1942, to suspend 
the increases to and including December 31, 1944. In effect, 
the order suspends thee Texas increases to the same date as the 
increases in Ex Parte 148. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
wm {t have been suspended. Suspension orders contain many sched- 
wes not reproduced here. Details of such orders are published in 
The Doily Trafic World and Bulletin and The Trafic Bulletin.) 


In I. and S. M-2430, the Commission suspended from June 
5 until January 5, 1945, the operation of schedules as published 
in tariff MF-I. C. C. No. B-1 of Agent D. O. Barrett, Mattoon, 
Illinois. The suspended schedules propose to establish for the 
account of three motor common carriers, a commodity rate of 
25 cents a 100 pounds, minimum 5,000 pounds, on candy or 
confectionery from Bloomington, IIll., to Chicago, Ill. 


Peaches Via Norfolk Southern 


The War Food Administration has filed with the Commis- 
sion a protest and request for suspension of certain tariffs filed 
to become effective June 21, described by the W. F. A. as a 
proposal of the Norfolk Southern to cancel its concurrences 
in the existing column 36 rating on fresh peaches, carloads, to 
destinations in Southern Freight Association, Eastern Trunk 
Line, New England, Central and Illinois Freight Association 
territories and to specified destinations in Canada, causing the 
rates from points on the Norfolk Southern to revert to column 
47, “an increase of 11 per cent,” except to points in W. T. L. 
territory where the rates would revert to column 50, “an in- 
crease of 14 per cent.” 

Accordingly, the W. F. A. said, the freight charges on 
fresh peaches from Eagle Springs, N. C., as an example, to 
Richmond, Va., would be increased by 12 cents a hundred 
pounds, or $26.14 a car; to New York City, by 17 cents, or 
$37.03 a car, and to Boston or Chicago by 21 cents, or $45.74 
a car, on the basis of 396 bushels a car at 55 pounds a bushel. 
The W. F. A. contended that such increases at the present time 
would be unjust, unreasonable and unjustifiable ‘considering 
the fact that peach growers of North Carolina suffered almost 
a complete loss of their crop in 1943 and that their outlook 
for their 1944 crop is less than normal.” It averred that the 
railroads did not now need additional revenue and expressed 
the belief that the Commission did not “look with favor on the 
withdrawal of competitive rates merely because tthe competi- 
tion has temporarily diminished.” 

Tariffs sought to be suspended were designated in the pro- 
test as follows: Supplement No. 2 to Agent Hoke’s L. C. C. No. 
932; supplement No. 58 to Agent Hoke’s I. C. C. No. 712; sup- 
plement No. 58 to Agent Hoke’s I. C. C. No. 715; supplement 
No. 87 to Agent Hoke’s I. C. C. No. 516; Agent Hoke’s I. C. C. 
No. 543; supplement No. 74 to Agent Jones’ I. C. C. No. 3635; 
supplement No. 146 to Agent Raasch’s I. C. C. No. 485, and 
supplement No. 32 to Agent E. H. Dulaney’s I. C. C. No. 90. 





K. C. S. CONTROL SYSTEM 


Kansas City Southern Railway Co. has asked the Commis 
sion in No. 28750, Subs. 3, 6, and 9, In the Matter of Installa- 
tion of Block Signal or Other Systems Intended to Promote 
Safety of Railroad Operation, for an extension of time t0 
December 31, in which to complé@e a centralized traffic control 
system between DeQuincy, La., and Beaumont, Tex., and for 
the construction of a block signal system between Gulfton, 
and McElhany, Mo. The petition said that, under the Commis- 
sion’s order of December 30, 1942, it was required to complete 
these installations before July 1, 1944. Delays in the delivery 
of materials, and the difficulty of obtaining experienced work- 


men, among other things, had held up work on the projects, 
the railroad said. 
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Proposed Reports 


Circuitous Routing 


I. and S. M-2334, Circuitous Routing over United Truck 
Lines. By Examiner Samuel M. Badian. Proposed reduced rates 
for application over circuitous route of respondent motor com- 
mon carrier, between Portland, Ore., and certain points in 
Washington, not shown to be just and reasonable. Recommends 
ordering suspended schedules cancelled, and discontinuance. By 
schedules filed to become effective November 25, 1943, United 
Truck Lines, Inc., proposed to establish reduced rates over its 
routes between Portland and Seattle and Tacoma, Wash. On 
protest of Consolidated Freightways, Inc., operation of the 
schedules was suspended until June 25. The report said the 
protestants operated between Portland and Seattle over the 
direct route, 190 miles, with first, second, third, fourth, and 
fifth class rates between Portland and Seattle of 88, 75, 61, 
53, and 45 cents, respectively. Respondent, it said, operated be- 
tween Portland Spokane, and between Spokane and Seattle and 
Tacoma and that the distance over respondent’s routes from 
Portland to Seattle was approximately 676 miles, or 256 per 
cent greater than the direct route of the protestants. Because 
of this, and the fact that combination rates over respondent’s 
route were so much higher than those of protestants, respondent 
was not successful, prior to March 1, 1942, in obtaining any 
traffic between those points. In order to attract some of this 
traffic, the report said, respondent instructed Pacific Inland 
Tariff Bureau, Inc., to establish over its circuitous route the 
rates maintained by protestants over the direct route. The re- 
port said the proposed rates were restricted so as not to apply 
to or from intermediate points and were substantially lower 
than respondent’s rates between many intermediate points. 
Ton-mile revenues under the proposed class rates over re- 
spondent’s circuitous route would range from 2.6 to 1.2 cents, 
the report said, comparing that with ton-mile revenues ranging 
from 9.3 to 4.4 cents for protestants and other bureau members 
using the short route. . 


Revocation of Certificate 


MC C-385, Southeast Arkansas Freight Line, Inc. vs. Far- 
Go Truck Lines, Inc. By Examiner Charles H. Riegner. Recom- 
mends dismissal of complaint alleging failure to provide rea- 
sonable, continuous and adequate service and looking to revo- 
cation of defendant’s cerificate. The complainant alleged that 
Far-Go had at no time since issuance of its certificate, Febru- 
ary 14, 1942, conducted any operations between Greenville, 
Miss., and Little Rock, Ark., and that for six months after 
issuance of the certificate no operations were conducted be- 
tween Greenville and Texarkana, Ark. The report said Far-Go 
claimed it was unable to commence operations immediately on 
receipt of its certificate because it could not purchase the neces- 
sary equipment and because of lack of a sufficient volume of 
traffic enabling it to comply with the minimum loading orders 
of the Office of Defense Transportation. The examiner said that, 
in a number of cases, the Commission had concluded that it 
was without authority to revoke a certificate other than in the 
manner described in section 212(a) of the interstate commerce 
act, providing for revocation only for wilful failure to comply 
with the act, or with orders or regulations of the Commission. 
While it was clear the defendant had performed no service over 
the involved routes for some time after issuance of the certifi- 
cate, he said, it was doubtful whether the failure could be con- 
sidered “wilful.” He found that, although the defendant might 
at one time have failed to comply with all the terms and con- 
ditions of the certificate, such non-compliance, if any, had 
ceased, and that the defendant was now in compliance with 
those terms and conditions. 


Minimum Class Rates 


I. and S. M-2375, Minimum Rate Restrictions over Be-Mac 
Transport Co., Inc. By Examiner Charles H. Riegner. Proposed 
Increased motor common carrier minimum class rates from 
points in central territory to points in southwestern territory 
not shown just and reasonable. Recommends suspended sched- 
ules ordered cancelled and proceeding discontinued. By sched- 
ules filed to become effective March 8, Be-Mac Transport Co., 
Inc., of St. Louis, Mo., proposed to establish minimum class- 
rate stops as aforementioned. On protest of the Price Adminis- 
trator and the Director of Economic Stabilization, operation of 
the schedules was suspended until October 8. The examiner 
said respondent’s position was that volume traffic subject to 
the restrictions would be charged for on the basis of the class 
45 rate or a combination of local rates, whichever was lower, 
and that a less-than-truckload shipment subject to the restric- 
tion, would be charged for on the basis of the third class rate or 
&@ combination of local rates, whichever was lower. The pro- 
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visions of the tariff did not support that position, he said, add- 
ing that there was no provision in the tariff authorizing the 
application of a combination of local rates where lower than 
the through rates. He said the increased minimum class rates 
were proposed to meet the revenue needs of respondent and 
offset to some extent increased operating costs. In addition, 
said he, respondent’s earnings had been greatly reduced through 
loss to rail carriers and forwarders of a considerable volume 
of high-class less-than-truckload traffic as a result of the re- 
moval by those companies of the 6 per cent increase in March, 
1943, and a corresponding increase in the volume of lower 
rated traffic. The principal objection to respondent’s proposal, 
he said, was that it disregarded practically all of the estab- 
lished principles of classification under which commodities were 
classified with regard to their transportation characteristics. 
Where a carrier established a class-rate stop of class 45, the 
examiner said, all lower rated articles were transported at the 
same rate without regard to classification principles, and con- 
sequently did not receive the benefit of their more favorable 
transportation characteristics. Another objection, he said, was 
that the increased revenue would be obtained wholly from 
southbound and westbound. traffic now classified lower than 
class 45 without regard to the generally established principles 
of classification and rate-making. 


Fresh Meat 


MC C-373, Capital Packing Co., Denver, Colo., vs. Union 
Transfer Co. et al. By Examiner C. W. Bennett. Applicable 
rate on past shipments of fresh meat from Denver to Chicago, 
Tll., found to be $131. Applicable rate unjust and unreason- 
able, and recommends as just and reasonable a rate of 90 
cents, minimum 20,000 pounds, and dismissal. While pointing 
out that the Commission, in Bell Potato Chip Co. vs. Aberdeen 
Truck Line et al., decided April 4 (see Traffic World, April 22, 
p. 1099), the Commission had stated that complaints alleging, 
among other things, past unreasonableness under part II of 
the interstate commerce act should not be brought prior to 
institution of a suit in court seeking damages predicated on 
the unlawfulness alleged in the complaint, the examiner said 
that filing of the complaint, and hearing, in the instant pro- 
ceeding, had antedated that decision and that, under the cir- 
cumstances, it appeared proper to give consideration to the 
complaint as filed. The examiner said that in its answer to 
the complaint, and at hearing, Union had admitted, in prin- 
ciple, the correctness of the complainant’s allegations, and 
had offered to, and had since established, the rate sought by 
the complainant. He said that, although the complainant had 
not asked a rate lower than 90 cents, it pointed out that the 
aggregate of intermediate rates over the same route was 81 
cents. A presumption arose in such instances, the examiner 
said, that the one-factor through rate was unreasonable, but 
that the presumption was rebuttable. In the instant case, said 
he, the evidence indicated that the defendant’s operating rev- 
enues and expenses for 1942 had averaged 21.66 and 21.09 
cents a mile, and that the 8l-cent aggregate rate, on loads 
of 18,000 pounds, for the entire distance of 1,031 miles from 
Denver to Chicago via Omaha, would yield revenue of only 
14.15 cents a mile, which, he said, appeared to be unreason- 
ably low. 


Dried Fruit, Etc. 


No. 28958, Products-From-Sweden, Inc. vs. Lehigh Valley, 
et al., embracing No. 28959, Same. By Examiner Morris H. 
Knogisberg. Recommends finding applicable rates and _ stor- 
age charges on dried fruit, in carloads, from Oakland, Calif., 
to New York, N. Y., and storage charges on dried beans, in 
carloads, at New York, to be those published to apply on 
domestic traffic applicable rates not unreasonable; storage 
charges collected unreasonable; and that reparation be awarded. 
Charges on the dried fruit were prepaid at the export rate of 
77 cents, said the report, and that after the shipments had 
been frustrated as a result of the submarine warfare, com- 
plainant was directed to reship the dried fruit to New Orleans 
for export and so advised the delivering carriers, which de- 
clined to make reshipment until all freight rates and storage 
charges, based on the domestic rates, were fully paid. The 
report said that as all the conditions of the export tariffs 
naming the lower rates and charges had not been complied 
with, the lower rates were not applicable. It said the schedules 
naming the export rates, in effect in the period the shipments 
moved, provided that rates would apply on shipments for- 
warded at one time. in one car, to one port of export, ahd that 
the rates would apply only on satisfactory proof of export. 
The shipments of dried fruit moved between December 22 and 
December 30, 1941, and of dried beans, in January, 1942. Effec- 
tive June 24, 1942, the report said, defendants had reduced 
their storage charges applicable on export freight from. 1.5 
cents to 1 cent for 10-day periods after the first 10 days and 
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that they had expressed a willingness to readjust charges on 
the subsequently established basis. 


Minimum Charges 


MC C-377, Bendix Products Division, Bendix Aviation Cor- 
poration, vs. John Giaras, dba Lake Shore Motor Transit Lines. 
By Joint Board No. 23. Minimum charges a shipment applied 
by defendant between St. Joseph, Mich., and South Bend, Ind., 
applicable and not shown unjust or unreasonable. Recommends 
dismissal. The report said the evidence dealt almost entirely 
with the interpretation of the tariff rule involved, providing 
minimum charges to be applied when the first class rate was 
46 cents or lower, or exceeded 46 cents. The meager record in 
respect of future unreasonableness, it said, was due to the hear- 
ing then pending in I. and S. M-2240, Minimum Rates in Cen- 
tral Territory, decided February 22, involving, among central 
territory minimum charges the 88-cent charge between St. 
Joseph and South Bend here involved. The board pointed out 
that the Commission, division 2, in the suspension proceeding, 
had found that a minimum charge of $1.05 a shipment would 
be just and reasonable, and said there was nothing in the in- 
stant proceeding to warrant a different conclusion. It found 
the applicable minimum charge between the named points, for 
a single shipment, for one consignor to one consignee, on one 
bill of lading, to be the charge for 100 pounds at the first-class 
rate, but in no case less than 88 cents. 


Fruits, Etc. 


I. and S. M-2364, Fruits, Vegetables, Groceries, and Pack- 
ing-House Products in Connecticut. By Examiner L. J. Kassel. 
Proposed new motor common-carrier rates for the transporta- 
tion of, and certain additional services on, mixed shipments of 
fruits, vegetables, packing-house products, groceries, and gro- 
cery-store supplies, between New Haven, Conn., and certain 
other points in Connecticut, unjust and unreasonable and other- 
wise unlawful. Recommends suspended schedules be ordered 
cancelled without prejudice to filing new schedules in conform- 
ity with the views expressed, and discontinuance. By schedules 
filed to become effective February 3, Malkin Motor Freight 
Co. proposed to establish new less-than-truckload and some 
truckload commodity rates on the aforementioned commodities 
between New Haven and 40 other Connecticut points. On pro- 
test of the Price Administrator and the Director of Economic 
Stabilization, operation of the schedules was suspended until 
September 3. The report said that, in loading its vehicles, the 
respondent selected shipments to destinations comprising a cir- 
cular route beginning and ending at New Haven, of approxi- 
mately 105 miles. It said that, according to the respondent, 
present class rates were not compensatory on the considered 
traffic. After pointing out maladjustments in the proposed rates 
as between points, compared as to distance from New Haven, 
the report said that, if shipments in the lighter weight groups 
cost more to transport there could be little reason for accord- 
ing, as proposed, a lower basis of rates to shipments weighing 
from 2,000 to 5,999 pounds than to shipments weighing from 
6,000 to 11,999 pounds. It said that the proposed rates were 
intended to include, in addition to line-haul transportation, 
unloading from inbound cars and trucks at New Haven, sorting, 
and heating or refrigeration, but that the proposed schedules 
failed to indicate that these additional services, except refriger- 
ation, were included in the rates. Failure to show all services 
in the rates was in violation of section 217 of the act, the report 
said, adding that the schedules should also show clearly that 
the rates applied in mixed shipments. Unloading, sorting, and 
protection against heat or cold were services separate from 
the line-haul transportation, and separate charges for each 
should be stated in the schedules, the report said. The ex- 
aminer said that rates no higher than the fourth-class rates 
for the line-haul transportation, including the usual services of 
pick-up and delivery, of mixed shipments of the considered 
articles, plus reasonable separately stated charges for each of 
the additional services would be just and reasonable. 


Motor Proposed Reports 


rRecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
*he order has been stayed or postpened by the Commission. State 
*n which applicant has home office is shown in “black face’ type, 
with mame of town or city following.) 


Michigan (Holland)—-MC 59206, Sub. 2, Holland Motor 
Express, Inc., extension. Denial of application proposed. Gen- 
eral commodities, in Ill., Ind., Ky., and O., serving points in 
the Cincinnati, O., commercial zone, and Wilders, Ky., points 
in the Chicago, Ill., commercial zone, and points in the Chicago 
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metropolitan area, in connection with applicant’s presently 
authorized operations. 

Ohio (Cleveland)—-MC 8902, Western Express Co., com- 
mon carrier. Certificate proposed, on further hearing. Gen- 
eral commodities, with exceptions, from and to all points in 
Cuyahoga county, O., and Willoughby and Wickliffe, O., as 
intermediate or off-route points in connection with regular 
routes previously authorized in this proceeding and contained 
in the certificate issued March 12, 1943. Prior reports 26 M. C. C, 
803 and 41 M.C.C. 808. 

New Jersey (New Brunswick)—MC 104908, Irving Elins, 
common carrier. Certificate proposed. Household goods, be- 
tween points in Middlesex county and Somerset county, N. J., 
east of the U. S. highway 206 beginning at the Somerset-Mercer 
county line and extending to Rariton, N. J., thence along N. J. 
highway 28 to the Somerset-Middlesex county line, near Bound 
Brook, N. J., including all points on the highways named, on 
the one hand, and, on the other, points in N. Y., Pa., Del., Md., 
Va., Conn., N. J., and D. C., over irregular routes. 

Kansas (Wichita)—-MC 30600, Sub. 39, Santa Fe Train 
Transportation Co., extension. Certificate proposed. Passengers 
and their baggage, and mail, express, and newspapers, in the 


same vehicle with passengers, between junction Ill. highways. 


179 and 17 and junction Ill. highways 17 and 18, over Ill. high- 
way 17, as an alternate route for operating convenience only 
in conjunction with applicant’s presently authorized route be- 
tween Chicago and Peoria, serving no intermediate points. 

Indiana (Indianapolis)—-MC 102817, Sub. 1, F. R. Perkins, 
extension. Denial of certificate proposed. New furniture, bed 
springs, mattresses, and store and office fixtures (uncrated), 
between points in Ind., on the one hand, and, on the other, 
points in Ill., Ky., Mich., Mo., O., Pa., Tenn., and W. Va., and 
rejected shipments of these commodities on return, over ir- 
regular routes. 

South Dakota (White River)—MC 104828, Sub. 1, Ivan 
Hix, common carrier. Certificate proposed. General commod- 
ities, except explosives, between Murdo, S. D., and Mission, 
S. D., over U. S. highway 83, serving all intermediate points. 

Virginia (Bristol)—MC 104923, J. C. Hartsock, contract 
carrier. Permit proposed. Flour, sugar, milk, and lard, from 
Bristol, Va.-Tenn., to Watt’s Bakery, in Tenn., approximately 
7 miles from Bristol, over U. S. highway 11-W, serving no 
intermediate points, and with no transportation on return for 
compensation. 

South Dakota (Kyle)—-MC 104925, Hans J. Christensen, 
common carrier. Denial of certificate proposed, for want of 
prosecution. Passengers and their baggage, between Kyle, 
S. D., and points within 30 miles thereof, on the one hand, and, 
on the other, points and places in Neb. within 100 miles of 
Kyle, over irregular routes. 

Colorado (Fort Collins)—-MC 103464, Sub. 2, Patrick Grif- 
fin, extension. Certificate proposed and recommended dual 
operations be found consistent. Cement, lime, and plaster, 
from Loveland, Colo., and points within 10 miles thereof, to 
points on described portions of highways in, Nebraska and 
Wyoming; empty cement, lime, and Plaster sacks, from the 
aforementioned destination territory to Loveland and Boett- 
cher, Colo., and all points within 10 miles of Loveland, over 
regular and irregular routes as described. The joint board 
recommended finding that holding of permit authorizing trans- 
portation of cement from Laramie, Wyo., to Longmont, Colo., 
and of certificate as aforementioned, would be consistent. 

Alabama (Roanoke)—MC 102174, Sub. 2, J. H. Allen ex- 
tension. Denial of permit proposed. Fertilizer bags, bagging 
and ties, cottonseed meal sacks or bags, from Atlanta, Ga., 
to Roanoke, Ala., shipments to move between March 1 and 
April 15, and cotton linters from Roanoke to Atlanta, between 
August 1 and October 1, in truckloads of not less than 9,000 
pounds. 


Ilinois (Mattoon)—-MC 42329, Sub. 24, Hayes Motor 
Freight Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, from and to points in the Cin- 
cinnati, O., commercial zone, as intermediate or off-route points 
in connection with presently authorized regular-route opera- 
tions, except to the extent now authorized. 

Ohio (Cleveland)—-MC 1502, Sub. 57, Pennsylvania Grey- 
hound Lines, Inc., extension. Certificate proposed. Passengers 
and their baggage, and mail and newspapers, in the same 
vehicle with passengers, between points in IIl., over specified 
routes, involving relocated U. S. highway 40. 

Colorado (Denver) — MC 21502, Sub. 7, Leamon Resler, 
extension. Denial of certificate proposed. General commodities, 
with exceptions, between Bridgeport and Alliance, Neb., and 
between Bridgeport and Minatare, Neb., over specified routes, 
serving intermediate points. 

Wisconsin (Madison)—MC 26560, Sub. 7, Yellow Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between junction Wis. highways 30 and 19 
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and junction Wis. highway 30 and U. S. highway 151 over Wis. 
highway 30, serving no intermediate points, as an alternate route 
for operating convenience in connection with applicant’s pres- 
ently authorized operations. 

Illinois (Rockford)—-MC 66810, Sub. 6, Peoria Rockford 
Bus Co., extension. Certificate proposed. Passengers and their 
baggage, and express, mail, and newspapers, in the same vehicle 
with passengers, between DeKalb and Waukegan, between 
Grayslake and junction Ill. highway 120 and unnumbered high- 
ways about three miles west of Grayslake, over unnumbered 
highway via Round Lake; and between Rockford and junction 
Ill. highways 173 and 76, over Ill. highway 173, with return over 
the aforementioned routes, serving all intermediate points. 

Michigan (South Haven)—-MC 73173, Sub. 3, Cecil Wood 
Meyers, extension. Certificate proposed. General commodities, 
with exceptions, from and to points in the Chicago, IIl., com- 
mercial zone, except Gary, East Chicago. and Whiting, Ind., as 
intermediate or off-route points in connection with presently 
authorized regular route operations. 

Florida (Miami)—MC 103830, Coy T. Law, common carrier. 
Denial of certificate proposed, on further hearing. Proposed 
operation by applicant, in interstate or foreign commerce, as a 
common carrier of property in Miami, Fla., and between Miami 
and Miami Beach, Coral Gables, Coconut Grove, Hialeah, Opa 
Locka, North Miami, and Miami Shores, exempt under sections 
202 (c) (2) and 203 (b) (8). 

Wyoming (Glendo)—MC 105020, James T. Vaudrey, com- 
mon carrier. Certificate proposed. Live stock and live stock feed, 
between points within 35 miles of Glendo, Wyo., including 
Glendo, on the one hand, and, on the other, Denver and Greeley, 
Colo.; and live stock, live stock feed, and wool, between points 
— 35 miles of Glendo, including Glendo, over irregular 
routes. 

New York (Poughkeepsie)—-MC 104929, Earl Del Santo, 
contract carrier. Permit proposed. Such merchandise, under in- 
dividual contracts or agreemens with persons who operate meat- 
packing businesses, as is dealt in by meat-packing companies, 
from Poughkeepsie, N. Y., to Quarryville and Norton Hill, N. 
Y., points in a described area of N. Y., and all points on U. S. 
highway 9W from junction of U. S. highway 9W and N. Y. 
highway 55, west of Poughkeepsie, to Newburgh, including New- 
burgh, over irregular routes, and return of rejected shipments 
to Poughkeepsie. 

Wyoming (Powell)—MC 89716, Sub. 4, Richard R. Jones, 
extension. Certificate proposed. Machinery, materials, supplies, 
and equipment incidental to or used in the construction, de- 
velopment, operation, and maintenance of facilities for the dis- 
covery, development and production of natural gas and petro- 
leum, between points in Mont. and Wyo., within 75 miles of 
Powell, Wyo., including Powell, over irregular routes, subject 
to condition that rights granted and those under MC 89716, 
Sub. 1, to the extent that they cover the same operations, con- 
fer only a single operating right. 

Illinois (Rock Island)—-MC 33098, Sub. 8, Dohrn Transfer 
Co., extension. Certificate proposed. General commodities, be- 
tween certain points on three routes in IIll., for operating con- 
venience only, serving no intermediate points. 


WEST FELICIANA PURCHASE 

Examiner Jerome K. Lyle, by a proposed report in Finance 
No. 14444, West Feliciana Railway Co. Purchase, has recom- 
mended that the Commission approve and authorize, with cer- 
tain conditions, purchase by the West Feliciana Railway Co. 
of the Louisiana & Arkansas Railway Co.’s branch line of rail- 
road extending from Angola to St. Francisville, in West Feli- 
ciana parish, La., approximately 17.73 miles. The Commission 
should reserve jurisdiction for the protection of employes ad- 
versely affected, he said, but pointed out that the L. & A. 
assumed full responsibility for the performance of any and all 
conditions that might be imposed with respect to such em- 
Ployes, all of whom, he said, would be displaced if the applica- 
tion was granted. 


Ex Parte 148 Complaint 


One hundred and fifty-two receivers, manufacturers, 
processors, and shippers of commodities have filed a complaint 
with the Commission, No. 29148, American Laundry Machinery 
Co., Cincinnati, O., et al. vs. A. C. & Y., et al., directed against 
the principal railroads of the country, alleging that “as there 
now appears to never have been any necessity of such enor- 
mously increased revenues during the period of the advanced 
rates, March 18, 1942, to May 15, 1943,” as granted in Ex Parte 
148, Increased Railway Rates, Fares and Charges, 1942, 248 
I. C. C. 545, the increased rates were in violation of sections 1, 
2, and 3 of the interstate commerce act. They asked that the 
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Commission order the defendants to make permanent the 
present suspension of increased rates which, they said, was 
published to expire July 1 (since continued to January 1, 1945), 
to cancel all tariffs that would to any extent reinstate the 
increased rates authorized in Ex Parte 148, to continue in force 
the present general level of rates, and to pay the complainants 
reparation. 

The complainants said the increased rates were unjust and 
unreasonable per se in violation of section 1. By reason of the 
assessment of blanket percentage increased rates on low-price 
“per unit” lightweight commodities, they said, the increased 
rates were unduly discriminatory in violation of section 2, 
alleging that this created an abnormal situation that restricted 
regular trade territory and reduced volume of business accord- 
ingly, and that it “arbitrarily creates unnecessary geographical 
key centers without a hearing as to* convenience and necessity, 
which action is inconsistent with the intent and purpose of the 
act and of the principle and method of freight rate construc- 
tion. ...” Such a situation, they added, was also unduly prefer- 
ential of the manufacturer of high-priced unit commodities and 
unduly prejudicial to the manufacturer of low-priced unit 
commodities, in violation of section 3, and that the carriers 
had it within their power to remove such undue preference and 
prejudice. 

Some of the complainants manufactured heavy commod- 
ities, such as manufactured iron and steel articles, iron beds 
and furniture, wash stands, and similar or like commodities, 
many of which must be securely packed and braced in the 
car and were subject to relatively high freight rates, said the 
complaint. An increase of 6 per cent in rates on these com- 
modities caused such complainants to suffer loss in the sale 
of such articles or reduction of profits to such an extent that 
it was equivalent to the confiscation of their property, it said. 

The complaint was filed on behalf of the complainants by 
L. V. Brandt, 1811 S. Prairie Ave., Chicago, 16, Ill., and 
Charles O. Swartz, 134 N. LaSalle St., Chicago 2, Ill. 


Class Rate Investigation 


The Southeast Shippers’ Conference, formerly the South- 
east-Southwest Shippers’ Conference, comprising many indus- 
tries and commercial interests in the southeastern states, has 
prepared for filing with the Commission a petition for leave to 
intervene in No. 28300, Class Rate Investigation, 1939, and 
No. 28310, Consolidated Freight Classification, and has indi- 
cated in the petition that it plans to be represented in the oral 
argument in these proceedings before the Commission on 
June 14 by Arthur J. Ribe, of Birmingham, Ala. Signers of 
the petition, on behalf of the conference, were its chairman, 
Alvin W. Vogtle, vice president of the DeBardeleben Coal Cor- 
poration, of Birmingham, and C. E. Widell, secretary of the 
conference and traffic consultant of the Tennessee Products 
Corporation, Nashville, Tenn. 

It was announced that the change in the conference name 
and a decision to confine its representation generally to in- 
dustries in the southeast had been made in a recent meeting 
of its members in Birmingham, and that the conference also 
decided at that time to file its intervention petition and adopted 
a “statement of principles.” According to the announcement, 
the petition and the statement were drawn up by a committee 
consisting of the following: W. H. Hendley, traffic manager, 
Taylor-Colquitt Co., Spartanburg, S. C.; James P. Haynes, 
manager, transportation department, Louisville (Ky.) Board 
of Trade; E. H. Thornton, general manager, New Orleans 
(La.) Joint Traffic Bureau; Mr. Ribe, industrial traffic manager, 
Birmingham, and Mr. Widell, with Mr. Vogtle acting as ex 
officio member. 

The “statement of principles” adopted by the conference 


with respect to the proceedings in No. 28300 and No. 28310 
follows: 


Industry in the south represented by this conference has a direct 
interest in all of the issues involved in these proceedings. These indus- 
tries are of the view that the existing southern rate structure has ad- 
vansed the economic development and contributed largely to the phe- 
nomenal growth of industry in the south. 

It is recognized that under the prevailing southern rate structure 
the general revenue or rate burden in the south has been and is differ- 
ently distributed from that in other territories, and that the consist or 
composition of traffic differs generally in the various rate territories 
concurrently with the differences in the natural resources of the re- 
spective regions. It is the view of these industries that the prevailing 
system of distributing or assigning the rate burden among commodi- 
ties or in the consist of traffic in the south has proven generally satis- 
factory and responsive to the south’s industrial and economic develop- 
ment; and that the existing methods should have the fullest and most 
serious consideration by the Commission in determination of the issues 
in these proceedings. 

These industries are opposed to any rigid, inflexible rules of rate- 
making that would tend to freeze the country’s rate structures. They 
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are of the view that the regional development of natural resources and 
economic advantages in manufacturing, agriculture, and other economic 
pursuits in the various regions is best served and advanced by the 
maintenance of the prevailing regional rate structures and flexible 
systems of rate making. Uniformity throughout the country as a system 
could not, in the very nature of things, be confined or restricted alone 
to class rate structures, which are inseparable from the balance of the 
country’s entire rate structures. These industries are opposed to any 
arbitrary unification of the south’s system of rate-making with other 
regions, 

It is further recognized that the cost evidence of record should not 
and properly could not be considered as a controlling factor in the de- 
termination of any or all of the issues in these proceedings; and that 
the words ‘‘region, district, territory,’’ added to section 3(1) by the 
transportation act of 1940, added nothing to, and did not change the 
scope of, this section as heretofore construed by the Commission and 
the courts; and that the present wording still requires factual evidence 
of undue prejudice or preferenee without any lowering of the standards 
for such proof. These industries are” unalterably opposed to the rate- 
making principles and theories propounded by the examiners in their 
proposed report in No. 28310, Consolidated Freight Classification, both 
with respect to the views on territorial or regional rate-making prohi- 
bitions under section 3, and the proposal to enforce unification by for- 
mulas composing differences in ratings and cancelation of exception 
ratings and commodity rates. 

It is further recognized that the Commission is in duty bound to 
give careful and most serious consideration to the possible effect upon 
the balance of the rate structure in determining the lawfulness or un- 
lawfulness of the existing class rates. The national transportation policy 
declared by Congress requires the Commission to give due considera- 
tion, among other factors, to the need, in the public interest, of ade- 
quate and efficient railway transportation service at the lowest cost 
consistent with the furnishing of such service; and to the need of 
revenue sufficient to enable the carriers, under honest, economical and 
efficient management, to provide such service. It is the view of these 
industries that in determining the lawfulness or unlawfulness of any 
of the component or integral parts of the country’s rate structures, the 
Commission should and must give due consideration to the immediate 
effect upon the distribution of the rate burden in the various regions, 
as well as the balance of the rate structure. 


Official-W. T. L. Divisions 


Eastern and western rail carriers have filed exceptions to 
the proposed report of Examiner Arthur R. Mackley in two 
proceedings in which he recommended a basis for divisions of 
joint rates applicable between official and western trunk-line 
territories, among other things, No. 28277, Frank O. Lowden, 
James E. Gorman and Joseph B. Fleming, Trustees of the 
Estate of the Chicago, Rock Island & Pacific Railway Co., 
Debtor, et al. vs. Ahnapee & Western Railway Co. et al., and 
No. 28589, Baltimore & Ohio Railroad Co. et al. vs. Chicago, 
Rock Island & Pacific Railway Co., et al. (See Traffic World, 
Feb. 19, p. 445.) 

The eastern carriers included twelve general exceptions 
and a number of specific exceptions and proposed findings in 
their 197-page brief. In conclusion, they said that “only the 
most compelling reasons and persuasive evidence should move 

- the Commission to disturb a basis of divisions which presently 
reflects the judgment of railroads performing 90.6 per cent 
of the total ton miles of service on the traffic here under 
consideration.” The Commission should give particular con- 
sideration to divisions under division sheet 500-A, they said, 
and that it should find such divisions fair and that they re- 
sulted in the utmost that the complaining western railroads 
could expect under the most liberal standards for the deter- 
mination of their divisions. The examiner’s report should be 
revised to reflect their contentions, they said. 

The western roads directed their exceptions mainly to 
clarification of the proposed report. Among their exceptions 
they referred to the examiner’s statement that their evidence 
had been directed “more particularly to property investment, 
density of traffic, rate of return, and financial needs.” This 
was not a correct characterization of their evidence or posi- 
tion, they said, but that they had directed their evidence to 
all of the matters the Commission was required by section 
15(6) of the interstate commerce act to consider. 


Grain to Louisiana 


Respondents and applicants in I. and S. No. 5180, Grain 
Proportionals to Louisiana, embracing Fourth Section Applica- 
tion No. 20135, Proportional Grain Rates to Louisiana, have 
asked the Commission to postpone the effective date of its order 
of April 27, to reopen the proceeding and accord reconsidera- 
tion by the entire Commission, or to reopen the proceeding for 
rehearing so as to permit respondents to introduce additional 
evidence. In that proceeding the Commission, division 2, found 
not just and reasonable proposed increased proportional or 
reshipping rates on grain and grain products, in carloads, from 
Chicago, Ill., Minneapolis, Minn., and points taking the same 
rates, to points in Louisiana, Texas, Arkansas, and Missouri, 
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ordered the suspended schedules cancelled on or before June 7, 
and, by Fourth Section Order No. 15112, denied the relief 
sought (see Traffic World, May 13, p. 1290). 

The respondents said the decision by the division came as 
a great surprise to them because it denied them the fourth sec- 
tion relief necessary to give effect to the rates prescribed by 
the Commission in Grain and Grain Products Within the West- 
ern District and for Export, 205 I. C. C. 301, and 215 1. C. Cc. 
83, from Minneapolis, and Chicago, to points intermediate to 
Louisiana group 4. They said that, in effect, the division found 
that the rates prescribed by the Commission were not just and 
reasonable and that the respondents should not have the fourth 
section relief which, they said, was necessary to give effect to 
the Commission’s prescribed rates. They said they were under 
compulsion to do so by reason of the Commission’s order in the 
aforementioned proceeding. 

The Commission had granted them temporary fourth sec- 
tion relief under Fourth Section Order No. 11829, and as 
amended, in order to permit them to give effect to the adjust- 
ment of rates on grain from Minneapolis and Chicago to New 
Orleans, they said, and that the only question involved in the 
instant proceeding was whether respondents should be granted 
the identical relief in connection with those rates that they had 
once had under Fourth Section Order No. 11829 and as 
amended. They pointed out that, in making the tariff publica- 
tion embodying the changes made necessary by the Commis- 
sion’s decision in the grain case, they had inadvertently failed to 
restrict the application of intermediate rule 27 so as not to 
apply.in connection with lower prescribed proportional rates 
from Chicago and Minneapolis to New Orleans and other points 
in Louisiana group 4. The instant case, they said, came about 
by reason of the fact that they had undertaken to correct the 
tariff publication by restricting the application of intermediate 
rule 27 and thus bring the adjustment into conformity with the 
Commission’s findings. 

They said, furthermore, that it seemed unreasonable that 
division 2 should deny the relief to the carriers west of the 
Mississippi, although carriers east of the river had been granted 
the necessary fourth section relief. 


They asked that the effective date of the Commission’s 
order be postponed to September 7, on one day’s notice, and 
that the Commission vacate the decision of division 2 if it con- 
cluded that the relief sought was justified. 

By an order in I. and S. No. 5180, the Commission, by Com- 
missioner Splawn, has postponed the effective date of its order 
of April 27 from June 7 to September 7, on not less than one 
day’s notice. 


All Freight to and from South 


In vacating its order of suspension, as of June 15, in I. and 
S. No. 5247, All Freight, Straight Carloads, to and from the 
South, the Commission, division 2, pointed out that the re- 
spondents did not regard the case as a revenue proceeding, but 
as a proposal to apply published carload rates on carload traf- 
fic and all-commodity rates on strictly merchandise traffic for 
which they were designed (see Traffic World, June 3). Com- 
missioner Splawn dissented from the majority, which found 
just and reasonable schedules proposing to restrict the rates 


_applicable on all-freight, with certain exceptions, in straight 


or mixed carloads, so as to apply on merchandise in mixed car- 
loads only, from Ohio and Mississippi River crossings, and 
points in Illinois territory, including Indianapolis, to points in 
southern territory. The proceeding was discontinued. 


The proposal was contained in schedules filed to become 
effective August 12, 1943, for rail and water carriers parties to 
Agent Hoke’s freight tariffs I. C. C. Nos. 745 and 848. On pro- 
tests of the Mobile Chamber of Commerce, Mobile, Ala., and 
the Nashville Freight Bureau, Nashville, Tenn., operation of 
the schedules was suspended until March 12, and by appro- 
priate tariff authority the effective dates of the suspended 
tariffs were indefinitely postponed by respondents pending dis- 
position. The report said that a representative of the Price 
Administrator and Director of Economic Stabilization appeared 
at the hearing in opposition to the proposed schedules. 

The report said the intended purpose of the schedules was 
to restrict the application of respondents’ all-commodity rates 
to the extent that in the future they might not be applied to 
straight carloads in all cases, or to mixtures where more than 
50 per cent of the weight, or minimum weight, if higher, con- 
sisted of any one commodity on which the charges would be 
higher on the straight carload basis than on the all-commodity 
rate basis from and to the same points, It said the respondents 
stated that they did not intend to cancel their carload com- 
modity rates that exceeded the all-commodity rates, or except 
such commodities wholly from the application of those rates. 
After pointing out the points between which the 50-per cent 
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rule applied, and that few, if any, all-commodity rates were 
published on northbound traffic from southern territory points 
to official territory, the report said that the suspended sched- 
ules, if permitted to become effective, would harmonize with 
the all-commodity rates provided by carriers operating in the 
rate territories referred to. 

The respondents saw no valid reason why they should con- 
tinue to apply the all-commodity rates as maxima on straight 
carload shipments, said the report, after pointing out that the 
respondents proposed to apply carload rates on carload traffic 
and all-commodity rates on strictly merchandise traffic for 
which they were designed. The rates on the straight carloads 
of specific commodities were not made with any relation to the 
merchandise rates for mixtures, or vice versa, it said, but were 
established solely for competitive purposes to move less-than- 
carload quantities when handled in mixtures as carloads. 

The report said the protestant, a Mobile jobber, was prin- 
cipally interested in the maintenance of the all-commodity rates 
on carload shipments of bicycles from Chicago to Mobile, and 
that the protestant desired to deal in bicycles in carload quan- 
tities only, but could purchase them only in from 10 to 20 lots 
a shipment under governmental regulations. It had admitted 
that even under ceiling price control bicycles received at less- 
than-carload rates were sold at a profit, the report said. The 
Price Administrator, it said, took the position that bicycles were 
essential to the prosecution of the war and that no carrier 
should be permitted to increase its rates on this commodity 
except where necessary to assure continued transportation serv- 
ices, aid in the prosecution of the war, or correct gross inequi- 
ties. The report pointed out that bicycles received by protestant 
at Mobile bore transportation charges higher than those that 
would accrue under the proposed adjustment, under which, it 


said, the charges would be the same to all for a like kind of 
service. 


All Freight Rates to South 


All but two of the briefs filed in I. and S. No. 5283, All 
Freight, North Atlantic Ports to South, involving suspended 
schedules proposing all-rail all-commodity rates, and water-rail 
any-quantity rates 65 per cent of first class to southern points, 
argue that essentially similar rates were condemned by the 
Commission in All Freight from Eastern Ports to the South, 
245 I. C. C. 207, 251 I. C. C. 361, and that no change in condi- 
tions has been set forth by the proponents to justify reintro- 
duction of those rates. The schedules proposed rates on freight, 
all kinds, in mixed carloads and in any quantity, from New 
York, N. Y., Baltimore, Md., and Philadelphia, Pa., to Atlanta, 
Ga., Birmingham, Ala., and Chattanooga, Tenn., over all-rail 
and ocean-rail routes. The suspended schedules were published 
in Agent W. S. Curlett’s tariff I. C. C. No. A-799, and in supple- 
ment No. 70 to Agent R. H. Hoke’s tariff I. C. C. No. 668. The 
water-rail rates were published on behalf of Ocean Steamship 
Co., and Merchants & Miners Transportation Co., in conjunction 
with the Central of Georgia. 

Middle Atlantic States Motor Carrier Conference, Inc., and 
Southern Motor Carriers Rate Conference, protestants, took the 
position that the Commission’s order in All Freight from East- 
ern Ports to the South, supra, “was and remained a continuing 
order.” They said the Commission should declare that when an 
order has once been made requiring cancellation of certain 
schedules it was not permissible for the affected carriers, at 
some later date, while the order remained in full force, merely 
to refile the same or substantially the same schedules. The 
motor carriers also argued that, presuming that division 2 or 
division 3 of the Commission would decide the instant proceed- 
ing initially, the division would feel itself “in duty bound to 
follow the prior decision of the full Commission majority.” 

_ Agwilines, Inc. (Clyde-Mallory Lines), Eastern Steamship 
Lines, Inc., Merchants & Miners Transportation Co., Ocean 
Steamship Co. of Savannah, and Philadelphia & Norfolk Steam- 
Ship Co., and Central of Georgia, in a joint brief, asked that 
the all-rail rates be cancelled, but that, if they were found 
lawful, since the water-rail any-quantity rates had been pub- 
lished as a matter of competitive protection against the all-ra.t 
rates, the water-rail rates should likewise be approved. 

The Boston Port Authority took the position that the all- 
commodity rail rates had not been shown just and reasonable, 
and that this was also true of the any-quantity rail-water rates, 
except on the hypothesis, which it said had not been established, 
that the suspended all-commodity rates were just and reason- 
able and should become effective. It said the all-commodity and 
any-quantity rates were unduly preferential of Baltimore, 
Philadelphia, and New York. It also argued that the classifica- 
tion of property inherent in the suspended all-commodity and 
any-quantity rates was clearly unjust and unreasonable, in 
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utter and complete disregard of the transportation character- 
istics of the commodities to which the rates would be appli- 
cable. It quoted testimony to the effect that the rates on widely 
divergent types of commodities would be the same under the 
protested rates. 

The Port of New York Authority said it participated in this 
proceeding, as in prior proceedings on substantially the same 
issue, “because of the extremely destructive portent of a pro- 
posed experiment in the manipulation of railroad rate struc- 
tures that threatens to inflict a mortal blow upon the coastwise 
water carriers, seriously impede the normal flow of commerce 
from and through Atlantic ports and ultimately wreck the very 
foundation of a Commission-made rate structure that has oper- 
ated successfully for more than a generation.’”” Among the find- 
ing it requested was one to the effect that the schedules would 
result in unjust discrimination against the port of New York 
and against New England ports and intermediate points and 
would unduly prefer one small class of shippers and unduly 
prejudice all others. 

The rail respondents in the proposed all-rail all-commodity 
carload adjustment, and protestants of proposed reduced water- 
rail any-quantity rates, said the rail adjustment represented a 
bona fide and legitimate effort of the rail carriers to meet the 
needs of shippers of merchandise traffic and at the same time to 
increase their revenues on this type of traffic. It should be con- 
sidered by the Commission on its merits, they said, and “with- 
out regard to the threat implied in the amazing adjustment 
‘defensively’ published by the Central of Georgia Railway and 
its steamer connections.” 

As to the contention that the adjustment involved had been 
found not justified in All Freight from Eastern Points to the 
South, supra, the railroads said that “a lot of water has gone 
over the dam since the date of the decision in that case.” They 
said the car forwarders were at that time unregulated and 
that they had now been placed under the jurisdiction of the 
Commission and that the Commission had control over their 
charges and practices. The record showed conclusively that the 
65-per cent basis of water-rail any-quantity rates had not been 
justified and should not be permitted to become effective, they 
said. 

The Illinois Central System, Gulf, Mobile & Ohio Railroad 
Co., Nashville, Chattanooga & St. Louis Railway, and Louis- 
ville & Nashville, in a joint brief, said that at the time of the 
proceeding in All Freight from Eastern Ports to the South they 
were not parties to the all-rail all-commodity carload rates 
there under suspension, but that they were not opposed in 
principle to the establishment of such rates. They said, how- 
ever, that they were “so vehemently opposed to the establish- 
ment of the 65-per cent any-quantity basis that they asked the 
condemnation qi both schedules if, to give approval to the all- 
rail all-commodity carload rates the Commission concluded it 
would likewise have to approve the 65-per cent any-quantity 
rates.” Two of the railroads were now parties to a limited ex- 
tent to the suspended rates, they said, but that their position 
was unchanged. The 65-per cent any-quantity basis, said they, 
would “decapitate” that part of the southern class rate struc- 
ture having application from and to the points and over the 
routes involved. 


Forwarder Bills of Lading 


After nearly three hours of argument before the Commis- 
sion in No. 28990, Bills of Lading of Freight Forwarders, in 
which Examiners Davis T. Copenhafer and T. Leo Haden recom- 
mended, among other things, that the Commission should find 
that there must be issued one through bill of lading on ship- 
ments moving under forwarder rates under which the forwarder 
was responsible for the transportation, the bill of lading to be 
issued either by the forwarder or by a participating or non- 
participating common carrier in the name of the forwarder, as 
its agent, John R. Turney, representing Acme Fast Freight, 
pointed out that the only issue between the parties were the 
provisions set up in a proposed rule by Acme for the acceptance 
of shipments from non-participating motor carriers. 

J. Ninian Beall appeared for Lone Star Package Car Co.; 
B. W. La Tourette for Springmeyer Shipping Co.; B. B. Watkins 
for Flynn Forwarding Co.; and Roland Rice for American 
Trucking Associations, Inc. 

The provision in the Acme rule that shipments would be 
accepted from motor carriers not participating in Acme tariffs 
only when the bill of lading issued by the motor carrier at the 
off-line point of origin showed the name of the freight for- 
warder, was objected to by the motor carriers and the smaller 
forwarders. Mr. Rice and Mr. Beall said motor carriers would 
lose their identity with their own customers. Mr. Rice contended 
that the forwarders would make sure that the traffic was di- 
rected to them and that they would thus control such traffic, 
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Motor carriers wished to participate in the business whether or 
not they were participating in the tariffs, he said. In answer to 
questions asked by Commissioner Alldredge, Mr. Rice said the 
carriers had no objection to having the original bill of lading, 
issued by the originating motor carrier, show that the ship- 
ment was to be delivered to a forwarder, but that they should 
not be required, at the off-line point, to show the forwarder to 
which they would deliver the shipment. 

Mr. Turney said there were two questions at issue: Whether 
or not section 413 of the interstate commerce act contemplated 
duplicate bills of lading, and whether or not the proposed rule, 
independently of section 413, was reasonable and lawful. He 
said the purpose of the Carmack amendment to the act was to 
adopt the English rule, prevailing in the minority of the states 
before 1907 or 1908, that the initial carrier, unless he expressly 
provided in his bill of lading to the contrary, was liable for the 
entire movement, including loss or damage occasioned by con- 
necting carriers. The amendment went one step further, said he, 
and made it impossible for a carrier to refuse to accept the re- 
sponsibility on its own line, and provided that the initial carrier 
must issue the bill of lading. 

He said the effect of the proposed report would be to cause 
duplicate bills of lading to be issued for the same shipment on 
practically all shipments originating at points other than where 
the forwarders maintained key point stations. 


Carolina Freight Application 


Objecting to the southbound authority granted it in its 
“srandfather” and public convenience and necessity applica- 
tions, Carolina Freight Carriers Corporation has filed a peti- 
tion for reconsideration and for indefinite postponement of the 
order of the Commission division 5, in MC 2253, Carolina 
Freight Carriers Corporation Common Carrier Application 
and MC 2253, Sub. 1, Carolina Freight Carriers Corporation, 
Extension—Hartsville, S. C. (See Traffic World, April 15, 
p. 1037.) Rail carriers in Official and Southern territories have 
also petitioned the Commission for reopening and reconsider- 
ation of the order, objecting to that portion of the order grant- 
ing the applicant authority to transport general commodities 
from Pennsylvania, New Jersey, Connecticut, and New. York. 

The “grandfather” authority questioned by the applicant 
and the rail carriers covered general commodities, with ex- 
ceptions, from described points in Maryland, Pennsylvania, New 
Jersey, New York, Connecticut, and Massachusetts to points in 
thirteen named counties in North Carolina. The division said 
it was following the principles enunciated by the Supreme Court 
of the United States in United States vs. Carolina Freight 
Carriers Corporation, 315 U. S. 475, in granting the contested 
authority and other authority. The Supreme Court affirmed 
a decision of the federal court for the western North Carolina 
district, setting aside the order of the Commission under which 
Carolina obtained “grandfather” rights as an irregular route 
common carrier, limited as to geographical area to be served, 
as to commodities the applicant might transport, and as to 
points between which specified commodities might be hauled. 

The applicant said the division seemed to have proceeded 
on the theory “not that applicant maintained an operation 
between the north and an area in the south, but between the 
north and individual counties in the south.” Pursuant to this 
theory, it said, the division had “dissected the testimony, by 
counties, until it has virtually analyzed the applicant out of the 
business which it has been conducting for so many years.” It 
contrasted the examiner’s recommendations with the findings 
of the division, and said that the division had failed to appre- 
ciate the “pattern” of the service rendered by irregular route 
carriers domiciled in North Carolina, under which they carried 
textile products northbound from a restricted base area, but 
returned with general commodities to a much larger area than 
the northbound origin area. Among other things, Carolina said 
the division had eliminated many additional points in the 
southbound service that lay along direct routes to the appli- 
cant’s base. It was plain, it said, that “applicant would have 
been guilty of a singular obtuseness if it had declined to serve 
intermediate points lying so close to its headquarters.” It said, 
also, that the division had erred in placing any reliance on 
the certificate of registration under the trucking code. The 
national industrial recovery act was quite generally regarded 
in the industry as something “to be stomached but put aside as 
promptly as might be,” it said and that motor carriers were 
notoriously careless in furnishing the information inserted in 
the certificates of registration. 


__As to the extension application, MC 2253, Sub. 1, Carolina 
said that no carrier could exist on a one-way movement, that 
the division had accorded no weight to the evidence of past 
operations, and that it had failed to consider that there was 
nothing in the record to refute the evidence of a complete lack 
of satisfactory and adequate service southbound on general 
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commodities, In that proceeding, authority was granted for the 
transportation of textile products, between points in Darlington 
and Lancaster, S. C., and described points in Maryland, Dela- 
ware, Pennsylvania, New Jersey, New York, Connecticut, Rhode 
Island, and Massachusetts. There was the same necessity for 
prompt, dependable service in the carriage of general com- 
modities southbound as for textile products northbound, said 
Carolina. 

As to the “grandfather” application, the rail carriers said 
the record showed that the applicant was not in bona fide 
operation on the statutory date from points in Connecticut, or 
in Westchester county, N. Y. Southbound general commodity 
service from Pennsylvania, they said, should include only oper- 
ations from the Philadelphia commercial zone, and from York; 
from Baltimore, Md., East Walpole, Mass., New York City, 
and Newark and Sewarren, N. J., to the thirteen counties in 
North Carolina. 

As to the extension application, the rail carriers said that 
the northbound service should be limited to the needs of three 
shipper witnesses, namely, the transportation of finished cotton 
Plece goods from Hartsville, S. C., to the eastern points named 
in the order, if the Commission decided these three shipper 
witnesses did need the service. The carriers maintained that 
the applicant had failed to prove that public convenience and 
necessity required the proposed operation. 


COMBINATION RATES ON FANCY FARM, KY. 


Examiner M. J. Walsh held a hearing at Chicago June 5 
in No. 29122, Bacon Brothers et al. vs. Alabama Great South- 
ern et al., involving an allegation by 25 complainants, shippers 
of vegetables, that the railroads had assessed and collected 
unduly high and improper rates on shipments of vegetables, 
principally potatoes and onions, from ten states in the middle 
west and northwest to eight southern states, between March 1, 
1941, and October 1, 1943. 

A. T. Golden, traffic manager, Wickman Traffic Service, 
Chicago, testified that the defendants had collected charges 
based on single factor commodity rates or single factor class 
rates, though the lawful tariff rates were “combinations of 
rates based on Fancy Farm, Ky.” He cited various examples 
of alleged overcharges. One example indicated that on a car- 
load shipment of potatoes moving from Crystal, N. D., to Mem- 
phis, Tenn., the railroads had charged 71 cents a hundred 
pounds, but that 65 cents was applicable, by a combination of 
37 cents from Crystal to Fancy Farm and 28 cents from Fancy 
Farm to Memphis. 

Norman White, chief commerce agent, Illinois Central, 
testifying for the defendants, said that Fancy Farm was er- 
roneously substituted for Fairbury, Neb., in a tariff governing 
rates to the Missouri River. He said the error had been dis- 
covered by the railroads in 1943 and the tariff correction made, 
at which time the first allegations of incorrect charges had 
been made by shippers. He said that the rate, as it had been 
published, was unduly low on the basis of Commission deci- 
sions in other cases, and resulted in fourth section departures. 
He said rates based on the error could not be considered ap- 
plicable unless and until the Commission specifically approved 
them. 

Counsel for the parties said they did not know the amount 
of reparations involved in the case. 


MISSOURI PACIFIC REORGANIZATION 

The Commission, division 4, by a report and order in 
Finance No. 9918, Missouri Pacific Railroad Co. Reorganization, 
has authorized Harry W. Harrison, Charles H. Wolff, Joseph 
Rider, Victor Russell, Maxwell W. Gregg, Ole B. Knutson, and 
John H. Baker to serve as a protective committee for holders 
of the preferred stock of the debtor railroad. They were au- 
thorized to solicit authorizations to represent the holders of 
such stock without the deposit of the stock, in accordance with 
the provisions of an approved authorization form. Conditions 
were prescribed. 


MECHANICAL ENGINEERS TO MEET 


The American Society of Mechanical Engineers will hold 
a semi-annual meeting at the Hotel William Penn, Pittsburgh, 
June 19 to 22. Director Johnson will speak at an evening ses- 
sion June 20. Igor I. Sikorsky, engineering manager, Sikorsky 
Aircraft, Bridgeport, Conn., will speak on “Direct Lift Al- 
craft” at a dinner June 21. 

There will be a number of talks and discussion on en- 
gineering problems of the railroad and aviation industries. 
They include such subjects as strength of airplane parts, the 
airplane “flutter problem,” use of rubber and synthetics for 
sealing aviation fuel system equipment, mechanical rubber 
goods used in aircraft construction, use of rotary pumps 1 
airplane service, trends in the material used in railway cat 
construction, use of aluminum in railway cars, and others. 
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U. S. Supreme Court Decisions 





Household Goods Mover’s Rights 


In a per curiam decision in No. 1018, Pyramid Moving Co., 
Appellant vs. United States of America and Interstate Com- 
merce Commission, the Supreme Court of the United States, 
June 5, granted the government’s motion to affirm the decision 
of the federal district court for the eastern division of the north- 
ern Ohio district, which had dismissed a complaint of the Pyra- 
mid Moving Co. to set aside an order of the Commission, grant- 
ing authority to that company, under the “grandfather” clause 
of the motor carrier act of 1935 to operate as 4 motor common 
carrier of household goods between all points in fourteen mid- 
western and eastern states, but denying the application in so 
far as it sought authority to operate between all points in the 
United States and Alaska. 

“The motion to affirm,” said the Supreme Court, “is granted 
and the judgment is affirmed. (1) United States vs. Carolina 
Freight Carriers Corporation, 315 U. S. 475, 480-82; Alton Rail- 
road Co. vs. United States, 315 U. S. 15, 23; (2) Western Chemi- 
cal Co. vs. United States, 271 U. S. 268-271; Virginian Railway 
Co. vs. United States, 272 U. S. 658, 666.” 

The government’s motion to affirm showed that the case 
was brought to the Supreme Court on direct appeal from a 
decree entered January 18, 1944, by a special three-judge court, 
and that the assailed order by the Commission was issued 
March 1, 1943. The motion contained the statement that it 
appeared from the Commission’s report that since prior to June 
1, 1935, the appellant had transported household goods to or 
from every state in the Union on at least one occasion. It said 
that before the “grandfather” date and for a year thereafter 
the appellant had “at most” two trucks. It quoted a finding by 
the Commission that the applicant’s operations in states other 
than those as to which operating authority was granted had 
been of an irregular nature, “characterized by long lapses of 
operation and not sufficiently substantial to warrant a finding 
of grandfather rights.” Pyramid attacked the Commission’s 
order with contentions that the Commission applied a standard 
of proof not authorized under the statute, that its conclusions 
were not supported by the findings, and that the order was in- 
consistent with the Commission’s conclusions in other cases. 

The appellant, in a brief in opposition to the motion to 
affirm, pointed to a statement by the Commission in its report 
in the application of National Van Lines, Inc., in MC 42866, 
that the service of household goods movers differed from that 
of carriers who transported general or special commodities be- 
tween specified points, and that the distinction lay in the rela- 
tively irregular demand for household goods movers’ service. 


H. & M. FARES 


The Supreme Court of the United States granted June 5 a 
motion of the Commission and the Hudson & Manhattan, in 
No. 767, Interstate Commerce Commission and Hudson & Man- 
hattan Railroad Co., Appellants vs. City of Jersey City and 
Fred M. Vinson and Price Administrator Chester Bowles, for 
the issuance “forthwith” of the mandate of the Supreme Court 
to the district court of New Jersey. The Supreme Court re- 
versed the New Jersey court, which had held invalid an order 
of the Commission authorizing an increase in interstate com- 
mutation fares on the H. & M. to an alternative basis of 11 
tokens for one dollar or 10 cents in cash (see Traffic World, 
June 3, p. 1501). 

The appellants’ motion said the H. & M. had been deprived 
of additional revenue of about $1,000 a day since approximately 


‘ July 8, 1943, and would continue to be deprived of that addi- 


tional revenue until the mandate of the Supreme Court went 
down. It explained that the H. & M. could not, until that time, 
file or publish, and the Commission could not receive, a tariff 
establishing the increased fares on 15 days’ notice. 


W. L. B. Upheld in Truck Wage Suit 


The United States Circuit Court of Appeals of the District 
of Columbia, by a decision in Civil No. 20069, National War 
Labor Board, et al. vs. Employers Group of Motor Freight Car- 
riers, Inc., et al., has reversed a decision of the federal district 
court for the District of Columbia, with a finding that orders 
te ~ National War Labor Board are not reviewable by the 

rts. 


The Employers Group of Motor Freight Carriers, Inc., of 





Boston, Mass., and a number of individual motor carriers oper- 
ating in New England filed suit against the War Labor Board, 
the W. L. B. Trucking Commission, the Office of Price Admin- 
istration and the Economic Stabilization Director in June, 1943, 
seeking to set aside a War Labor Board order approving wage 
increases for employes of the plaintiffs. The plaintiffs contended 
that they could not absorb the wage increases unless their rates 
also were increased, that the Office of Price Administration in 
substance had disapproved the wage increase granted by the 
W. L. B., but that the Economic Stabilization Director had ap- 
proved the award (see Traffic World, June 19, 1943, p. 1466). 

In the district court, the government moved to dismiss the 
complaint, on the ground that the War Labor Board could not 
be sued. The district court refused to dismiss, and the govern- 
ment then petitioned for allowance of an appeal. The appeal 
was taken December 20, 1943. 

Attorney General Biddle, in a statement commenting on 
the appeals court decision in the truck wage case, said it was 
“a decision of first importance regarding the whole War Labor 
Board controversy.” He cited statements from the opinion 
written by Judge Edgerton that “it is clear and undisputed that 
no statute authorizes review of the War Labor Board’s order” 
and that “the legislative history of the war labor disputes act 
implies a positive intention that these orders should not be 
reviewed.” 

“The court,” the Attorney General said, “examines the 
course of this legislation through the Congress, notes that pro- 
posed amendments to authorize court enforcement and review 
of the board’s orders were rejected, and concludes that it was 
the obvious intention of the Congress that the legislation did 
not authorize such application to the courts. The opinion says: 
‘No one could maintain either ‘judicial or administrative pro- 
ceedings against the appellants upon the authority of the 
board’s orders’.” 


The Attorney General’s statement included the following: 


One final point of interest in the decision is the court’s answer to 
the argument that the President might take over the facilities in- 
volved in this case if the War Labor Board’s order was not complied 
with. The court said: ‘‘Neither the broad constitutional power nor 
the broad statutory power of the President to take and use property 


in furtherance of the war effort depends upon any action of the War 
Labor Board.”’ 


The appeals court, in its opinion, said that the W. L. B. 
Trucking Commission had ordered an increase of $2.75 a week 
in the wages of the motor carrier employes involved and had 
provided, further, that all work performed in excess of eight 
hours in any regular working day should be paid for at one 
and one-half times the regular straight time rates and that 
employes not working on designated holidays should receive 
eight hours’ pay at straight time rates. The court noted that 
the War Labor Board had declined to review this action by the 
Trucking Commission and had declared it final. 


The board’s action, the court said, was “not even manda- 
tory in form,” but was entitled “directive order,” and the word 
“directive” in this context appeared to mean “directory,” that 
is, not mandatory. The court, in the opinion written by Judge 
Edgerton, added: 


The grant to the board, in the war labor disputes act, of authority 
to ‘‘decide’’ disputes and ‘‘provide by order the wages and hours... 
which shall be in effect . . .’’ is not directly relevant here, since the 
board’s order was issued in April, 1943, and the war labor disputes 
act was not passed until the following June. There is nothing to 
suggest, that this act should be given retroactive effect. But even if 
this act had been in effect when the order was issued, the. . . language 
of the act would not have made the order enforceable or review- 
able. . The more limited language of executive order 9017, ‘‘the 
board shall finally determine the dispute,’’ does not make the order 
enforceable or reviewable. 


Judge Edgerton said that “it is clear and undisputed that 
no statute authorizes review of the War Labor Board’s orders.” 
He said that, aside from that “imporatnt and probably con- 
clusive fact,”’ the question was whether general equitable prin- 
ciples authorized review. 

“We think they do not,” he said. 

His opinion concluded with the following: 


Appellants say in effect, though in other terms, that if they do not 
comply with the order the board may notify the President of their 
noncompliance and the President may take possession of their plants 
We have no occasion to decide whether in our opinion 


and facilities. 
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this is true. In some instances concerns which had failed to comply 
with board orders have ultimately been taken over by presidential 
orders. In other instances concerns which had not been the subject 
of any board order have been taken over by Presidential orders. 

If it be true, as appellants suggest, that the President may ulti- 
mately take possession of their plants and facilities, that possibility 
is irrelevant not only because it is speculative but also because it is 
independent of the board’s order. Neither the board constitutional 
power nor the broad statutory power of the President to take and 
use property in furtherance of the war effort depends upon any action 
of the War Labor Board. Any action of the board would be informa- 
tory and ‘at most, advisory.’’ Appellants’ demand that we annul 
and enjoin the board’s order therefore amounts to a demand that we 
prevent the board from giving the President advice which appellants 
contend would be erroneous. A court might as well be asked to pre- 
vent the Secretary of State or the Attorney General from giving al- 
leged erroneous advice. The correctness of administrative advice can- 
not be reviewed by the courts. ‘They have neither the necessary 
authority nor the necessary qualifications for such work. 


Tank Car Anti-Trust Suit 


The Keith Railway Equipment Company, Chicago, owner 
and lessor of about 800 railroad tank cars, filed suit in the fed- 
eral district court at Chicago June 7 against the Association of 
American Railroads, 17 railroads and the General American 
Transportation Corporation, alleging that the railroad defend- 
ants violated the Sherman anti-trust act by conspiring to force 
the complainant to sign Per Diem Rule 18 contained in the 


.A. A. R.’s Railway Equipment Register, thereby forcing the 


company to accept unduly low per diem payments from the 
railroads. General American is alleged to have aided and abet- 
ted the railroad defendants in the action. There are two indi- 
vidual defendants, Lester R. Knott, secretary of the A. A. R. 
operating and maintenance department, and Lester W. Selig, 
president of General American. 

The suit also alleges that the defendants combined to exer- 
cise control over the tank car activities of the Office of Defense 
Transportation through the Association of Tank Car Lessors. 
It says the tank car association paid a salary to A. V. Bourke, 
associate director of the petroleum and other liquid products 
division of O. D. T. It says the tank car association, whose 
members are non-shipper owners of tank cars, was dominated 
by the A. A. R. by its power to “take away reporting marks” 
from those owners and, therefore, to force them to algde by 
the uniform per diem rules established by the railroads. 

It says that the complainant was damaged to the extent 
of $100,000 by the railroad defendants’ ‘arbitrary’ reduction 
in the mileage rate allowed by the railroads for the use of 
rented tank cars. The reduction, which became effective Sep- 
tember 1, 1943, was from 1% to 1% cents a car mile. The com- 
plainant seeks to collect treble damages of $300,000 for the 
alleged violation of the anti-trust act. It alleges, further, that 
it was forced to sign the 1% cent rate agreement in 1940 “under 
the duress of threats to boycott” the complainant, and that an 
agreement relating to car repair charges also was executed 
“under duress.” 

Under Commission decisions, non-shipper owners of rail- 
road cars are held subject to private contract with the railroads 
and are not held to be under the jurisdiction of the Commission. 
Fred W. Souerbry, vice-president of the Keith Company, said 
he had resigned from the tank car association, of which he 
was treasurer, in protest against action of the association agree- 
ing to the railroads’ reduction of the per diem rate in 1943. 
He said that last year other tank car lessors had indicated that 
they would refuse to accept the per diem reductions but later 
had agreed to abide by Rule 18, evidently, he said, because of 
the fear the railroads would force them out of business. 


The complaint said that Mr. Souerbry notified the A. A. R. 
and individual railroads, August 15, 1943, that his company 
canceled its agreement to abide by the changed Rule 18 and 
demanded that the railroads continue to pay his company 1c 
a mile for the use of cars owned by the company. It said that 
Mr. Selig talked to him on the phone by long distance the next 
day, that Mr. Souerbry refused to rescind his letters of cancel- 
lation, and that Mr. Selig then sent the following telegram to 
Mr. Souerbry: 


Dear Fred: Situation is quite serious. Two moves will be made to 
oppose your action which will seriously affect not only your earnings 
but your company’s standing with all concerned. First your reporting 
marks will be revoked on the sound theory that they were granted in 
consideration of your agreement under Rule 18. If agreement is abro- 
gated they have specific right to revoke reporting marks under this 
agreement. Second your cars will immediately become idle cars and 
will immediately be taken over by the O. D. T. under their broad 
powers and assigned to any service they elect. It is my impression the 
services to which they will be assigned will seriously affect your earn- 
ings. Thus from your own point of view action you contemplate is un- 
sound and it is more unsound from a broad general point of view which 
I will not attempt to discuss in this telegram but which I indicated in 
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my talk this morning from the Interstate Commerce Commission point 
of view. After all 795 cars are going to stop nobody. Am trying to get 
you on phone and hope considering seriousness of this whole picture 
that the precipitated action you took will be revoked by you not only 
with the A. A. R. but with every railroad with whom you have com. 
municated. I warmly urge in your own interests that you do this ang 
do it promptly. Kindest regards. Lester W: Selig. 


The individual railroad defendants include: 


Missouri Pacific; Virginian Railway; Pennsylvania Railroad; North- 
ern Pacific; Atlantic Coast Line; Santa Fe Railway; Boston and Maine; 
Louisville and Nashville; Denver and Rio Grande Western; Southern 
Pacific; Southern Railway; Seaboard Air Line Railway; Milwaukee 
Road; Reading Company; Baltimore and Ohio; Chicago and North 
Western; New York Central. 


Keeshin Securities Indictment 


A federal grand jury returned an indictment before Judge 
John P. Barnes in the district court at Chicago June 2 accusing 
the Keeshin Motor Express Company and two of its officers, 
John L. Keeshin, president, and Joseph E. Donavan, vice- 
president and treasurer, of violating the interstate commerce 
act by issuing securities without authorization of the Commis. 
sion. The indictment, containing 23 counts, alleges that the 
company, assisted by the two officers, issued promissory notes 
to banks and other companies and individuals, between July 11, 
1941, and April 23, 1942, in excess of amounts allowable with- 
out Commission approval under Section 214 of the act. Section 
214 incorporates by reference Section 20a (2 to 11), which 
provides that penalties for violations of the securities sections 
of the act shall be, for officers of carriers, a fine of from $1,000 
to $10,000 or imprisonment from one to three years, or both, on 
each count. 

The indictment also says that defendants are subject to 
the Elkins act, Section 1 of which provides, in part that any- 
thing done by a common carrier through unlawful action of 
its officers shall also constitute a misdeameanor, and, on con- 
viction, shall be subject to a fine of from $1,000 to $20,000 on 
each count. 

Section 20a provides that carriers shall not issue securities 
or assume any financial obligation without Commission ap- 
proval. Section 214 makes motor common and contract car- 
riers subject to Section 20a, except that the motor carriers 
need not apply to the Commission for such approval ‘where 
the par value of the securities to be issued, together with the 
par value of the securities then outstanding, does not exceed 
$500,000,” nor for the issuance of notes of a maturity of two 
years or less and aggregating not more than $100,000.” 

The indictment says that the company on 23 occasions is- 
sued short-term and long-term promissory notes bringing its 
total short-term indebtedness to more than $100,000 and its 
total indebtedness to more than $500,000, without having sought 
or obtained Commission approval. The notes were issued to 
the First National Bank of Chicago, the International Harvester 
Company, Socony-Vacuum Oil Company, H. Kaplan and Con- 
pany, the First National Bank of Detroit, John T., Jr., and 
Bernice Dickens, and John Boyle, a Cleveland city official. 
The indictment does not indicate why the promissory notes 
were issued. 

Michael J. Boyle, assistant district attorney, who presented 
the case to the grand jury in May, said the company had been 
warned that it was violating the act but had persisted in the 
alleged violations. 

Mr. Keeshin issued a statement saying he presumed the 
indictment related “to purchases of tires and equipment in 1941 
and 1942.” Continuing, he said: 


The Commission claimed that securities were issued when those 
purchases were made, but in our opinion they were conditional sales 
contracts for which we believed no Commission approval was neces 
sary. Nevertheless, an application for retroactive approval was filed by 
the company over a year ago, but no action was ever taken on the 
applicciion by the Commission. The obligations have been paid in full, 
with the exception of approximately 5 per cent which have not as yet 
become due. 


Attorneys for the company explained that the notes issued 
to the First National Bank of Chicago were for payment for 
tires; that notes issued to International Harvester were {fol 
payments for trucks; that the other notes were generally for 
purchases of real estate. At the time the real estate purchases 
were made, more than $300,000 of the $500,000 in allegedly 
outstanding securities were conditional sales agreements with 
Fruehauf Trailer Company for purchase of equipment, they 
said. They said it was customary among motor carriers nd 
to consider sales contracts as securities as defined by the act 
adding that there had never been a court decision in the 
matter. They said that about a year ago an application had 
been filed seeking blanket approval of all Keeshin financiél 
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transactions of the past two years, and that when the Com- 
mission failed to act they had assumed that it had decided 
not to question the note issuances. 

The promissory notes designated in the indictment range 
in value from $2,900 to $68,000. At the present time, all 
short-term and long-term notes issued by the company have 
a value substantially less than the limits set forth in Section 
214. The company has outstanding stock with a par value of 
$1,080,000. 

Colin A. Smith, attorney for the Commission’s motor car- 
rier bureau at Chicago, who assisted in presentation of the 
case to the grand jury, said the Commission had repeatedly 
warned the defendants that its notes under conditional sales 
agreements were issuances of securities under the act. He 
admitted it was the first test of the question, however. 

Those involved in the case said the matter was of much 
interest to the motor carrier industry and to tire and truck 
manufacturers. They said the manufacturers held “millions of 
dollars of promissory notes’ from motor carriers. 

The case has been docketed as No. 44 CR 387, and as- 


signed to Judge Walter La Buy, appointed to the court last 
month. 


Mr. Keeshin denied, June 8, that the Commission had 
warned him or the Keeshin Motor Express Company about the 
conditional sales contracts. The last of those contracts had 
been entered into by the company in September, 1941, he said. 
No word with reference to them was received from the Com- 
mission until May, 1942, and then only in a communication 
from the Commission’s Bureau of Finance asking for copies of 
the conditional sales contracts, said he. He added that the 
copies were mailed to the Commission and that the return of 


the indictment was the next intelligence he received in the 
matter. 


Milwaukee Road Reorganization 


Additional objections to the revised reorganization plan for 
the Milwaukee Road have been filed in federal district court at 
Chicago by the National City Bank of New York and William 
W. Hoffman, as trustees under the adjustment mortgage; by 
John L. Hall and James Garfield as attorneys for the debtor 
railroad; by the protective committee for holders of the con- 
vertible adjustment mortgage bonds, Hubert F. Atwater, chair- 
man, and by the St. Louis Union Trust Company and the IIli- 
nois State Trust Company, trustees under the Chicago, Mil- 
waukee and Gary Railroad Company first mortgage 40-year 
gold bonds. Another objection was filed in court last week by 
Darragh A. Park, chairman of a group of holders of adjust- 
ment mortgage bonds (see Traffic World, June 3, p. 1502). 


The trustees under the adjustment mortgage object to the 
Commission’s third supplement and order modifying the plan 
originally approved in 1940 (see Traffic World, May 6, p. 1225), 
in that the new order changes the effective date of the plan 
from January 1, 1939, to January 1, 1944. They say the change 
in the date is not within the order of remand from the U. S. 
Supreme Court and in effect continues ‘a capitalization which 
was found to be unsupportable at the time of bankruptcy and 
at all times since.” They object to the provision for a retire- 
ment fund, under which no dividends may be declared on new 
common stock—most of which will be held by present adjust- 
ment bond holders—unless funds equal to 50 per cent of such 
dividends be set aside to retire the general income mortgage 
bonds and preferred stock. That provision, they say, substan- 
tially destroys the value of the common stock. They say that 
there is no reason why the preferred stockholders should be 
paid off because “the capitalization was made on the basis 
that the railroad could sustain it.” Admitting that the new 
revision permits the management to declare a dividend on the 
common stock for the year 1944, if earnings permit, they say 
that, if in any future year the management decides not to pay 
the full 5 per cent dividend on the preferred stock, no divi- 
dends can be paid in the next three years on the common. 


The Atwater adjustment mortgage committee, making the 
Same objection to the three-year provision, suggests that the 
plan be revised to provide, as in the reorganization plans of the 
Chicago and North Western, Denver and Rio Grande Western, 
and Rock Island Lines, that the annual 5 per cent dividends 
on the preferred stock be cumulative, though only to the extent 
that the dividends “are earned in any particular year.” The 


committee says that the retirement fund provision will depress 


the value of the common stock. It objects to the plan, further, 
because the Commission did not explicity direct the trustee 
of the debtor to pay immediately the $10,442,828 claim of the 
Reconstruction Finance Corporation. It points out that, under 
the plan, the five reorganization managers and, later, the five 
voting trustees will be selected as follows: One by the savings 
bank group; one by the insurance company group; one by the 
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R. F. C.; one by the committee for holders of the 50-year 
mortgage bonds; one by the trustees under the adjustment 
mortgage. If the R. F. C. “drops out” as a party in interest, 
the court may, under the plan, retain the R. F. C. reorganiza- 
tion manager or voting trustee provided no other party objects, 
and if the R. F. C. manager or trustee resigns, the insurance 
and savings bank groups are to designate his successor. The 
committee says the R. F. C. should be paid off, its participa- 
tion in the new company ended, and the plan should be revised 
to permit the committee to designate one reorganization man- 
ager and voting trustee. It alleges, also, that the savings bank 
group has unloaded all its holdings of the debtor’s securities 
and has no right to continue as a party in interest in the pro- 
ceeding. 

The debtor objects to the plan because it excludes present 
stockholders from participation in the new company and wipes 
out their equity and because the total capitalization as of Janu- 
ary 1, 1944, is not “reflective of the debtor’s increase in prop- 
erty value since the effective date of the original plan.” The 
present property value, it says, is sufficient to permit satisfac- 
tion in full of the creditors’ claims and some equity for the 
present stockholders, to whom should be issued “warrants to 
subscribe to securities of the reorganized company on terms 
which would permit them to share in values realized within a 
reasonable future period, provided such values enhance the 
price of securities issued to senior interests to compensate 
them in full, and provided the issuance does not increase total 
capitalization.” It says the 1940 plan was made on the basis 
of a record completed in 1938. It says the total obligations ‘“‘to 
be dealt with in the revised plan are $32,494,968 less than under 
the original plan.” On December 31, 1943, it says, the debtor’s 
cash assets were $125,913,613, or $112,500,000 more than in 
1938. The original plan would not have “been framed as it 
was if the increase of $112,500,000 had been foreseen,’ the 
debtor says, adding that the Commission had not taken that 
change into consideration in its revisions because the courts 
had not referred the plan to the Commission in that regard. 
It asks that the court refer the plan to the Commission for 
reconsideration of the property value. 

The trustees under the Gary line bonds object to the re- 
vised plan on the ground that it will prevent holders of Gary 
bonds from participating in the distribution of cash on termi- 
nation of the proceedings. Under the original plan, they say, 
the holders they represent were to get $2,671,875 in preferred 
stock and 8,906% shares of comméon stock, the dividends on 
which, from the first effective date of 1939 to the end of 1943, 
would have amounted to more than $400,000 on the preferred 
alone. Under the revision, the bondholders are to get $750,000 
more in preferred, but, since the estimated market value of 
that stock will be approximately $40 a share and. $300,000 in 
the aggregate, the Gary bondholders thus will sustain a net 
loss of $100,000, the trustees say. They ask that the effective 
date of the plan be made January 1, 1939, and that the court 


order the trustees of the debtor to pay off the claim of the 
RF. C. 


MICHIGAN TRI-STATE APPLICATION CASE 

The Michigan Tri-State. Motor Express, Inc., of Chicago, 
successor in interest to Joseph R. Mammina, doing business 
as the Michigan Tri-State Motor Express, has filed suit in the 
federal district court at Chicago against the Commission and 
the United States, seeking an injunction setting aside the Com- 
mission’s orders of September 22, 1943, and April 10, 1944, in 
MC 67390 and MC 25183, the grandfather applications of the 
complainant and Mr. Mammina. 

The Commission authorized the plaintiff to serve as a 
motor common carrier of general commodities between Mil- 
waukee, Chicago, Detroit, South Bend, Mich., South Haven, 
Mich., and Niles, Mich., but denied it authority to serve 
Lansing, Grand Rapids, Holland, Muskegon, Plainwell, and 
Otsego, Mich., and Aurora and Joliet, Ill. The complaint says 
the Commission erred in such denial. It says evidence had 
been presented to the Commission showing that numerous ship- 
ments to and from those points had been made by the predeces- 
sor operator and by complainant from the grandfather date 
of June 1, 1935, to the time the Commission entered its order 
in 1943. A list of those shipments was appended to the com- 

laint. 
. The Commission held that the applicant had not shown 
“substantial service” to those points, that conflicting testimony 
in the matter had been introduced at hearings on the applica- 
tion, and that, under the Carolina Freight Carriers Corporation 


case, 315 U. S. 475, the applicant should be denied rights to 
serve those points. 


SERVICE ORDER FINE 


The Commission has been advised that judgment in the 
amount of $500 plus costs of $17 was entered, May 18, against 
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each the Atlantic Coast Line and the Southern Railway, in 
the federal court at Charleston, S. C., in settlement of com- 
plaints filed against the carriers charging violation of the 
Commission’s service order No. 68. The complaints alleged 
that each carrier had assessed freight charges for the trans- 
portation of carload shipments of imported manganese ore 
on the actual weight of the shipments, which was less than 
the minimum carload weight provided in the applicable pub- 
lished tariffs for the cars used and, further, that the carriers 
had permitted the freight cars into which the ore was loaded 
to be used for the transportation of carload freight at less than 
the carload minimum weight provided by the tariffs. 





e : a 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National god System, 
nn. 


published by West Publishing any, St. Paul, 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Pennsylvania.) Where on date as 
of which “grandfather” clause was operative as to applicant 
for certificate of convenience and necessity to operate as com- 
mon carrier by water, the Gulf Intercoastal Waterway was 
completed only as far as Galveston and Houston, Tex., Inter- 
state Commerce Commission properly gave applicant authority 
to operate to the end of the subsequently completed westward 
construction of the Waterway. Interstate Commerce Act, Sec. 
309(d), 49 U. S. C. A. Sec. 909(d). 

In suit to enjoin and set aside order of Interstate Com- 
merce Commission granting certificate of public convenience 
and necessity to operate as common carrier by water, three- 
judge court should inquire whether the Commission’s findings 
are supported by substantial evidence, and if so supported, they 
are final and binding. Jud. Code Secs. 24(28), 208-213, 28 
U. S. C. A. Secs. 41(28), 45, 45a, 46, 47a, 48; 28 U. S. C. A. 
Secs. 43, 44, 47. 

Evidence supported grant of certificate of public conveni- 
ence and necessity to opérate barges on Gulf Intercoastal 
Waterway under “grandfather” clause over objections of an- 
other carrier which claimed to have been doing the transporta- 
tion for the applicant under contract on date as of which the 
grandfather clause was operative, in view of showing that 
other carrier was only a tower for applicant, not a connecting 
carrier. Interstate Commerce Act, Secs. 201-323, 303(f) (2), 
49 U.S. C. A. Secs. 901-923, 903(f) (2). 

A finding by Interstate Commerce Commission supported 
by substantial evidence was binding upon three-judge court in 
suit to enjoin and set aside Commission’s order granting cer- 
tificate of public convenience and necessity to a water carrier. 
Jud. Code Secs. 24(28), 208-213, 28 U. S. C. A. Secs. 41(28), 45, 
45a, 46, 47a, 48; 28 U. S. C. A. Secs. 43, 44, 47. 

That under contract between applicant for certificate of 
public convenience and necessity to operate as common carrier 
by water and objecting carrier an element of law was involved 
in determining nature of applicant’s operations on date as of 
which “grandfather” clause was operative did not make the 
matter any less one for ultimate determination by Interstate 
Commerce Commission, as affecting extent of review by three- 
judge court. Jud. Code Secs. 24(28), 208-213, 28 U. S. C. A. 
Secs. 41(28), 45, 45a, 46, 47a, 48; 28 U. S. C. A. Secs. 43, 44, 47; 
Interstate Commerce Act, Secs. 201-323, and Sec. 309a, 49 
U. S. C. A. Secs. 901-923, 909(a). 

Under provisions in Interstate Commerce Act that Part III 
of the act shall not apply to water carriers “in the performance 
within terminal areas of transfer, coilection or delivery services 
or in the performance of *** towage,” and that such transporta- 
tion shall be considered as part of the transportation to which 
such services are incidental, the exempted towage is not merely 
towage within terminal areas but may be line-haul towage, and 
length of the towage is not crucial. Interstate Commerce Act, 
Sec. 303(f) (2), 49 U. S. C. A. Sec. 903(f) (2). 

A tower needs no certificate of public convenience and ne- 
cessity under Interstate Commerce Act to the extent that towage 
is performed for another carrier, but such towage is part of the 
carrier’s transportation and is regulated as such. Interstate 
Commerce Act, Sec. 303(f) (2), 49 U. S. C. A. Sec. 903(f) (2). 

Though provisions of Interstate Commerce Act exempting 
towage performed for another carrier from Part III of the act 
have no substantive bearing upon whether other carrier quali- 
fied for “grandfather” rights on Gulf Intercoastal Waterway in 
connection with shipments from rivers, such towage would be 
treated as operation bringing the other carrier within “grand- 
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father” clause, since contrary interpretation would leave such 
towage not subject to any regulation. Interstate Commerce 
Act, Secs. 201-323, 303(f) (2), 309(e), 49 U. S. C. A. Secs. 901- 
923, 903(f) (2), 909(e). 

That tower held a certificate of public convenience and 
necessity as a carrier on Gulf Intercoastal Waterway through- 
out its length did not change incidental character of the towage 
performed for another carrier in respect of cargoes initiated by 
other carrier on rivers, nor give tower exclusive rights in use 
of the Waterway. Interstate Commerce Act, Secs. 201-323, 
— 309(e), 49 U. S. C. A. Secs. 901-923, 903(f) (2), 

e). 


A certificate of public convenience and necessity to operate 
on Gulf Intercoastal Waterway granted by Interstate Com- 
merce Commission under “grandfather” clause because of appli- 
cant’s through transportation of river traffic to and from points 
on the Waterway in 1940 would not give any rights with respect 
to shipments of freight originating and terminating on the 
Waterway. Interstate Commerce Act, Secs. 201-323, 303(f) (2), 
309(e), 49 U. S. C. A. Secs. 901-923, 903(f)(2), 909(e). (The 
— Coal Corporation vs. United States, 54 Fed. Supp. 

(Circuit Court of Appeals, Fifth Circuit.) Published tariff 
providing that when carrier furnishes closed car longer than 
that ordered, minimum weight shall be that fixed for car or- 
dered except that when “loading capacity” of car is used, mini- 
mum weight shall be that fixed for car furnished, used quoted 
words as meaning that longer car must be loaded to its recog- 
nized weight or space capacity in order to require shipper to 
pay freight on full minimum weight of longer car. 


Where railroad being unable to furnish car of the length 
ordered for interstate shipment furnished a longer car and 
shipper’s use of loading capacity thereof, though it exceeded 
loading capacity of car ordered, was something less than its 
full capacity, freight was properly paid on minimum weight of 
car ordered, and not on basis of minimum weight of car fur- 
nished. (Fort Worth & Denver City Ry. Co. vs. Childress 
Cotton Oil Co., 141 Fed. Rep. 2d 558.) 


(Kansas City Court of Appeals. Missouri.) An order of 
Public Service Commission is prima facie lawful and reason- 
able, and burden of proof rests upon respondents to show that 
order of commission is unlawful or unreasonable. 


Evidence that there was some volume of freight moving 
from Joplin to Camp Crowder near Neosho, Mo., that motor 
carrier proposed to pick up less than truck load freight lots 
in such area and deliver it by truck into Camp Crowder, and 
that no similar service to that proposed by carrier was being 
rendered, was sufficient to authorize granting carrier a cer- 
tificate of convenience and necessity for the proposed service. 
(State vs. Public Service Commission, 179 S. W. Rep. 2d 638.) 





ee 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National “ey od System, 


published by West Publishing Company, St. Paul, inn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) Classifications and tariffs duly filed 
by carriers with Interstate Commerce Commission have force 
of statute of which shippers are presumed to have knowledge, 
and shippers are bound to know relations between values and 
rates charged and provided for in classifications and provisions 
of the published tariffs. Interstate Commerce Act, Sec. 20(11), 
49 U. S. C. A. Sec. 20(11). 


Bill of lading issued by carrier for shipment together with 
classifications and schedules filed by carrier with Interstate 
Commerce Commission constitute the “contract of carriage. 
Interstate Commerce Act Sec. 20(11), 49 U. S. C. A. See. 
20(11). 


Where shippers, in delivering suitcase to railroad under 
straight bill of lading for transportation, selected lowest freight 
rate which attached release value of 10 cents per pound pul- 
suant to classification filed by railroad with Interstate Com 
merce Commission, upon loss of suitcase shippers could recover 
from railroad only release value of the shipment, and _ not 
actual value thereof. Interstate Commerce Act Sec. 20(11), 4 
U. S. C. A. Sec. 20(11). (Kaufman vs. Pennsylvania R. © 
47 N. Y. S. 2d 639.) 
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Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


New Jersey district, at Newark. Joseph Scolaro, a motor 
carrier of Brooklyn, N. Y., and Essex Chair Co., a furniture 
manufacturer of Newark, were fined a total of $700, May 29, 
following entries of their separate pleas of guilty to informa- 
tions charging them with violations of part II of the interstate 
commerce act. The defendant carrier was charged with operat- 
ing aS a common carrier of property for compensation without 
a certificate having been issued by the Commission authorizing 
the particular operations described, and with falsifying bills of 
lading. The defendant Essex Chair Co. was charged with aiding 
and abetting the carrier in performing certain unauthorized 
operations. 

Of the total fine, Joseph Scolaro was required to pay $200 
and Essex Chair Co. was required to pay $500. 


c. N. S. & M. REORGANIZATION 

The federal district court at Chicago June 8 authorized 
the Reconstruction Finance Corporation to sell $2,722,000 in par 
value of Chicago, North Shore and Milwaukee first and re- 
funding bonds, which the R. F. C. has held as collateral for 
loans totaling about $1,725,000, to an unnamed purchaser for 
approximately $786,000, or about half of the R. F. C.’s claim 
against the debtor. Proceeds from the sale will be applied 
against the R. F. C.’s claim. 


SODA ASH TO TEXAS 


The southwestern lines, defendants in Consolidated South- 
western Cases, 123 I. C. C. 203, have asked the Commission for 
approval under finding 27 in that proceeding to permit the 
establishment of rates of 39 cents a 100 pounds from Baton 
Rouge and North Baton Rouge, La., and 37 cents from Lake 
Charles, La., to Colorado, Tex., on soda ash (other than modi- 
fied soda ash) in bulk in cars, or in bulk, in bags or barrels 
(not less than 100 pounds each), carloads, minimum weight 
80,000 pounds, except when in covered hopper cars loaded to 
full cubical or visible capacity, actual weight but not less than 
63,000 pounds. The carriers said the proposed rates were 
to be subject to rule 27 “at origin and destination ends” and 
to apply via specific routes. 

In support of the petition, the carriers said an industry 
at Colorado, Tex., that would use soda ash in quantity, had 
requested the establishment of commodity rates, in lieu of 
class 22% rates. The petition said the same rate was pro- 
posed for application from Lake Charles, La., as had been 
established from Corpus Christi, Tex., to Colorado, Tex., be- 
cause Lake Charles and Corpus Christi had the same commod- 
ity rates to other consuming points in Texas. 

The carriers said they had instructed establishment of the 
proposed rates subject to an expiration date of six months 
after termination of the present war, under authority of the 
28th supplement report in the consolidated southwestern pro- 
ceedings, and that they desired authority to apply the proposed 
rates beyond that time, “the same as granted to other south- 
western consuming points.” 


LIVESTOCK TO WEST COAST 


A “statement” on behalf of defendants, Great Northern, 
Northern Pacific and Spokane International, filed with the 
Commission in No. 29013, Carstels Packing Co., et al., vs. 
Great Northern Railway Co., et al., and Subs. 1 and 2, is to be 
taken as an exception to the examiners’ proposed report only 
if the interpretation the examiners give to their finding No. 6 
differs from that of the railroads, as set forth in the statement, 
the carriers say. In that proceeding Examiners F. L. Sharp 
and John A. Russell recommended the finding, among others, 
that rates collected by the defendant railroads on shipments of 
fat cattle from certain Canadian origins to Spokane, Seattle 


and Tacoma, Wash., that did not exceed the lowest combina- - 


tion of local rates between such points via designated gateways 
on the international boundary had not been and were not 
unreasonable (see Traffic World, May 6, p. 1234). 

The roads quoted the examiners as recommending that the 
Commission should find that “the rates assessed and collected 
on shipments to Spokane which included an increase of 3 per 
cent in the portions of the joint rates that were applicable 
to the transportation in Canada were unreasonable to the ex- 
tent of the amount of such increase.” _ 

The recommendation, standing alone, might be subject to 
the interpretation that the through rates, to the extent of the 
3 per cent increase applicable to the transportation in Canada, 
were unreasonable, even though they did not exceed the lowest 


~~ 
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combination of local rates, said the roads. The interpretation 
that they were unreasonable only in the cases and to the ex- 
tent that such rates exceeded the lowest combination of local 
rates would be consistent with the examiners’ first finding, said 
the road. It pointed out that the 3 per cent increase authorized 
in Ex Parte 148 in the United States had been authorized by 
general order No. 616 of the Board of Transport Commis- 
sioners for Canada. 

The roads said, except to the possible extent indicated in 
the statement, they took no exceptions to the proposed report. 


V. V. BOATNER APPLICATION ; 

Evidence introduced at a hearing held by Assistant Di- 
rector Boles of the Commission’s Bureau of Finance, in Finance 
No. 14522, Application of Victor V. Boatner for Authority to 
Serve as Director of the Chicago & Eastern Illinois Railroad 
Co. and Norfolk Southern Railway Co., was responsive to a 
letter written by Director Sweet, following filing of the appli- 
cation, in which the director said it presented a “question of 
the propriety” of Mr. Boatner’s holding positions with two im- 
portant rail carriers (see Traffic World, April 15, p. 1069). 

Mr. Boatner pointed out that there was no competition of 
any kind between the two railroads, and that the public in- 
terest would not be injured if the application was granted. John 
F. Dalton, vice-president of Norfolk Southern, in charge of 
traffic, cited figures to show how relatively unimportant the 
amount of traffic was in which the two roads participated. He 
said that the Norfolk Southern, in soliciting traffic, attempted 
to route it over roads other than the C. & E. I., because the 
routing involving that road was 200 miles longer than over the 
C. & O. direct to Chicago. 

James S. Hays, an attorney, and a director of Norfolk 
Southern, said that the railroad desired Mr. Boatner’s advice 
as a practical railroad man. He pointed out that the only mem- 
ber of the board having any railroad experience was the presi- 
dent of the company. The other members, he said, were identi- 
fied with business or banking interests. The board felt that 
Mr. Boatner’s advice would be constructive and helpful, he 
said, and that, after Director Sweet had raised the question as 
to the propriety of Mr. Boatner’s holding the two directorship, 
the Norfolk Southern board had left vacancy in order that Mr. 
Boatner might be elected in the event the Commission approved 
the application. 


Cc. & O. CONTROL INVESTIGATION 


The respondents in No. 29085, Control of Chesapeake & 
Ohio Railway Co., New York, Chicago & St. Louis Railroad Co., 
Pere Marquette Railway Co. by Alleghany Corporation—Robert 
R. Young—Allan P. Kirby, an investigation entered into by the 
Commission, on its own motion, for the purpose of determining 
whether Alleghany Corporation, Robert R. Young, or Allan P. 
Kirby were violating the provisions of paragraph (4) of section 
5 of the interstate commerce act, have filed a motion for “a 
more definite and certain statement . . . showing fully and com- 
pletely in what respects it claims that it appears” that control 
of the three railroads aforementioned might have been acquired 
(see Traffic World, Feb. 12, p. 390). 

The order contained a serious charge, said the respondents, 
but did not in any manner specify wherein or in what manner 
such alleged possible violations might have been committed, 
and that it was impossible for them adequately and fully to 
prepare for the hearing ordered for June 26. Pointing out that 
rule 36 of the Commission’s rules of practice provided that de- 
fendants might file a motion that allegations in a complaint be 
made more definite and certain, and that there appeared to be 
no specific provision as to the particularity with which charges 
should be made in orders of investigation made on the Com- 
mission’s own motion, the respondents said it was reasonable 
to conclude that the Commission, “in its traditional spirit of 
fairness in administering the act, would desire to apprise re- 
spondents specifically as to the nature of the charges made 
against them. This appears particularly true in the present case 
where the order contains such indefinite terms.” 

The respondents had already asked by correspondence f :r 
such clarification, and had filed an application in Finance No. 
14561, asking the Commission to issue an order either finding 
that no control existed in violation of section 5, or that such 
control had been sufficiently authorized by the Commission, or 
authorizing such control as the Commission might deem not 
heretofore authorized (see Traffic World, May 27, p. 1441). 

By an order in No. 29085, the Commission has overruled 
the motion of the respondents for a more definite statement. 


RAIL CONSTRUCTION CONTROVERSY 
The Levisa River Railroad Co. and the Chesapeake & 
Ohio have filed a petition for reopening, reargument and re- 
consideration in Finance No. 7833, Levisa River Railroad Co. 
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Construction, and Finance No. 14356, Norfolk & Western Rail- 
way Co., in which proceedings the Commission, division 4, 
revoked a certificate granted the Levisa company to construct 
part of a proposed line of railroad from Big Creek, Ky., to the 
Kentucky-Virginia state boundary, and granted the N. & W. 
authority to construct an extension of its line of railroad in 
Pike county, Ky., between the state line and Big Creek (see 
Traffic World, May 13, p. 1291). They asked, also, that the 
effective date of the order in Finance No. 14356 be postponed. 

After tracing the history of the postponement of construc- 
tion, from 1929 until the present, the petitioners said they 
had undertaken to construct the proposed line pursuant to a 
statement of lack of interest in the coal territory to be tapped 
on the part of the N. & W. 

The petitioners questioned the authority of the Commission 
to revoke a certificate. There was a distinction between orders 
and certificates, they said, a distinction definitely suggested 
by the differences in nomenclature alone which, unless re- 
solved, precluded the imputation of authority to revoke cer- 
tificates from the express or implied authority to revoke orders. 
The division had not mentioned this distinction, or attempted 
to resolve it, but had proceeded as if it did not exist, they 
said. They argued that an order was a directive requiring, 
permitting or prohibiting the performance of a certain act, 
and that a certificate was a grant of a right. The fallacy of an 
assumption that the Commission’s powers over orders and 
certificates was analogous was emphasized by the separateness 
and distinctiveness of the provisions of the statute delegating 
to the Commission, on the one hand, power over orders and, 
on the other hand, power over certificates, said the petitioners. 


Conn on T. A. A. Policy 


Donald D. Conn, executive vice-president, Transportation 
Association of America, Chicago, spoke on the activities and 
purposes of the association before the Edison Electric Institute 
at the Waldorf-Astoria Hotel, New York, June 7. He urged 
that the institute “take its place along with the other patrons 
of transportation services which now constitute over 70 per cent 
of this association’s membership.” 

He said that the underlying issue of the war, “aside from 
the physical defense of our country,” was that of “Americanism 
versus totalitarianism,’ which had been the issue in peacetime 
before the war and would be after the war. He said the defense 
of private enterprise had been scattered and unorganized ior 
many years, while “the politician” and others sought to pro- 
mote “the Marxist doctrine with its political dictatorship—state- 
owned industry—the absence of private property.” He said 
that “under the cloak of war, the same groups of refined social- 
ists are planning for the post-war period,” seeking to effectuate 
their doctrines by isolating each segment of the economy from 
the others. Revival of prosecutions under the Sherman anti- 
trust act were but a part of a pattern to promote disintegration 
in transportation and industry, said he, adding that the series 
of addresses by Vice-President Wallace in the past year were 
apparently designed to that end. 

He said that in the winter of 1934-1935, when the threat of 
government ownership of transportation was “very real,” a 
group of seven men, all self-appointed and none representing 
transportation agencies, met at Chicago to explore the possi- 
bilities of defending the transportation industry against the 
forces of socialism. Those men recognized that the lack of a 
sound transportation policy in treating the industry as a whole 
invited government ownership through financial stress, and 
that “the transportation problem had become everybody’s busi- 
ness—therefore, nobody’s business,” he said. They formed the 
T. A. A., he said, in order to obtain the support of many indus- 
tries and individuals to preserve private ownership of the 
“major industry” of transportation. 

Since 1934, he continued, the socialistic trend had engulfed 
other industries, and transportation continued under the old 
threat of public ownership “because of an antiquated system of 
regulation” that kept “the majority of its agencies on the verge 


of bankruptcy in peacetime.” The T. A. A., he said, confined: 


itself to research and educational activities, by opposing such a 
“socialized power project” as the St. Lawrence Seaway, which 
he said was “only another part of the pattern to destroy private 
enterprise by placing the credit of the government in competi- 
tion with private capital’; by formulating a sound national 
transportation policy, and by sending informative material to 
universities and schools, to industrial leaders; and to farm, 
trade and civic organization. 
Continuing, he said: 


Up to the present time Congress has never determined an over-all 
transportation policy dealing with the common carrier industry as a 
whole, It must be apparent to you that the problem today is vastly 
different from that of twenty-five years ago because of the develop- 
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ment of the newer forms of transportation. Yet the same philosophy 
of regulation is followed as was adopted to meet an entirely different 
set of conditions prior to the first world war. 

After eight years of intensive and impartial study of this entire 
question, the association has submitted a tentative recommendation, 
to wit: That national policy provide for the orderly and leisurely recon- 
struction of the physical and financial aspects of the common carrier 
industry into a limited number of competitive systems, each system 
being permitted to render rail, truck, bus, water and air services— 
using each facility within the spheres of operation where it is most 
efficient—to handle the traffic for which it is best adapted... . 

One very important element of the transportation problem which 
is not usually recognized by business leaders is that the strongest com- 
petitor of the common carrier is the private carrier. Between 30 and 
33 per cent of the total ton miles of commerce in this country is trans- 
ported by the producer or the manufacturer who owns his transporta- 
tion facilities. In private transportation policy encourages common 
ownership and joint use of all types of facilities. For example, our 
great petroleum companies own trucks on the highways, barges on the 
river, pipelines, tankers on the oceans, and private tank car lines oper- 
ating over the railroads. We believe such joint ownership is clearly 
in the public interest. However, this philosophy is denied, or greatly re- 
stricted, in the field of the common carrier. 


He said that the association dealt with only one segment of 
the national economy; that public utilities, communications, and 
other industries were also affected by the danger of socialism, 
and that actions taken by the association would benefit other 
industries. He said the association was a “strictly non-political 
organization” and that it maintained no lobbies or offices at 
state capitols or at Washington, D. C., and that it sent infor. 
mation to members.of Congress only on request. 


Coal Mining by Railroads 


Congress has passed and sent to the President S. 1335, to 
amend the mineral leasing act of 1920 so as to liberalize pro- 
visions of that act with respect to coal mine holdings of rail- 
roads. Action on the bill by Congress was completed with its 
passage by the House, June 5. 
~The House committee on public lands, in its its report on 
the bill, said that under the provisions of section 2 of the 
mineral leasing act of 1920 a railroad could receive or hold 
a permit for each 200 miles of railroad line, but that the 
permit for each 200 miles must be in the state within which 
that 200 miles was located, and added that there was no limit 
on the acreage the railroad company could hold at the present 
time. 

“Under this bill,” it said, “the limitation is on the acreage 
rather than the number of miles and brings it into line with 
prevous amendments to the mineral leasing act. 

“The need of coal for railroad transportation is particu- 
larly acute at the present time and the proposed modification 
of the limitation was suggested in the belief that it would 
facilitate the operation of railroads which use coal for fuel.” 

S. 1335 would limit the acreage of coal-deposit land leased 
by a company or corporation operating a common-carrier 
railroad to 10,240 acres and to not more than one _ permit 
or lease for each 200 miles of its railroad lines served or to 
be served from such coal deposits, exclusive of branch lines 
built to connect the leased coal with the railroads, and would 
permit a railroad of less than 200 miles in length to obtain 
a permit or lease thereunder, except that “no railroad shall 
hold a permit or lease for lands in any state in which it does 
not operate main or branch lines.” 


RAIL REORGANIZATION BILL 


The House judiciary committee reported to the House 
June 8 H. R. 4960, embodying the so-called Hobbs’ railroad 
reorganization bill as revised by the whole committee. This 
bill was originally introduced as H. R. 2857 and the bankruptcy 
subcommittee of the judiciary committee held hearings on it. 
Recently, Representative Hobbs, of Alabama, introduced H. R. 
4904 as representing the report of the subcommittee. On June 
6 he introduced H. R. 4960, a revision of H. R. 4904, and this 
was approved by the whole committee and ordered reported 
to the House for passage. 

The two principal objectives of the approved bill, accord- 
ing to the committee, are to provide for judicial review of re- 
organization plans and to prevent the wiping out of steck in 
railroad reorganization plans where the valuation of the prop- 
erty is sufficient to cover the stock. The bill amends section 77 
of the federal bankruptcy act. Demand for such legislation 
arose after the Supreme Court of the United States, March 15, 
1943, upheld the reorganization plans for the Western Pacific 
and the Chicago, Milwaukee, St. Paul & Pacific railroads (see 
Traffic World, June 12, 1943, p.-1419). b 

The proposed legislation was opposed by the Commission 
and by investors in railroad bonds and supported principally 
by railroad stockholders whose holdings were declared to be 
of no value under reorganization plans. 
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Travel Curtailment 


The Office of Defense Transportation said June 7 that Di- 
rector Johnson had “demanded” the immediate cancellation of 
all non-war connected conventions, trade meetings and confer- 
ences as well as all non-essential civilian travel. It quoted the 
director as follows: 


With the invasion now actually under way the demands on the 
transportation facilities of the country are increasing, not decreasing. 
The pressure of rail shipments of war material has not yet reached its 
peak. Organized troop movement combined with increased casualty 
transportation is gaining record-breaking proportions. The hardship 
involved in the cancellation of business meetings involving travel, 
cannot be compared with either the outright danger such non-essential 
travel imposes on the war effort nor with the very real physical hard- 
ships now being experienced by our military forces. 

The test of whether a particular convention, meeting, or any use 
of the passenger facilities of either railroads or inter-city busses is of 
vital and immediate importance to the war lies in the heart of every 
patriotic American. In this hour of the greatest and gravest demands 
on every human and industrial resource of the nation, I do not think 
it too great a sacrifice to ask that our transportation system be re- 


served for the use of the military, sorely needed tools of victory and 
essential governmental business. 


Director Johnson also announced that he was asking the 
chairman of both the House and Senate appropriation commit- 
tees, as well as the Bureau of the Budget, to take firm meas- 
ures to insure the immediate curtailment of governmental travel, 
particularly in connection with conventions and other trade 
meetings. 

Director Johnson, of the Office of Defense Transportation, 
led off in the effort to reduce civilian and government travel 
by serving notice that he and other O. D. T. officials were dis- 
continuing making any public appearances or addresses at con- 
ventions or similar gatherings involving use of transportation 
facilities. 

The policy, which he said would remain in effect until pas- 
senger transportation conditions were improved, was stated in 
a telegram advising the Ohio Valley Transportation Board of 
cancellation of an address he was scheduled to make June 13, 
in Indianapolis. 

With the invasion under way, he pointed out, demands on 
transportation facilities were increasing instead of decreasing. 
He suggested that, in view of present and anticipated condi- 
tions, officers of all organizations which had meetings scheduled 
consider parallel cancellations. 

With invasion of Europe under way, mayors of cities 
throughout the United States are being enlisted in a nationwide 
drive to make 1944 an “at home vacation” year and conserve 
all possible rail and highway transport facilities to meet urgent 
needs of the armed forces, says the O. D. T., adding: 


The appeal was made by Mayor F. H. LaGuardia, of New York, in 
a letter to the 600 members of the United States Conference of Mayors, 
of which he is president. It followed a request by Director Johnson, 
of the O. D. T., that the conference support the program to cut 
civilian travel to the bone and urge individual mayors to conduct active 
campaigns in their home communities to eliminate all vacation travel 
requiring use of railroads or intercity bus lines. 


Oo. D. T. PASSENGER AUTO STUDY 


The Office of Defense Transportation is making a survey 
of private automobiles in storage, according to testimony given 
by Charles L. Dearing, director of review and special studies 
of the O. D. T., to enable the O. D. T. to know “the exact num- 
ber of cars in storage which could be brought out for replace- 
ment.” Mr. Dearing, before the House appropriations commit- 
tee, said there were now about 24,000,000 passenger autos in 
use and it was thought there was about 1,000,000 cars in “pri- 
vate storage in private ownership.” 

“At one time or another the choice will have to come as to 
getting those vehicles out of storage, or the resumption of pas- 
senger automobile production,” said he. 


Asked why he was requesting money for 20 positions, Mr. 
Dearing said: 


krankly, because we will have to do next year things that we 
fortunately did not have to do in the current year with respect to 
Passenger automobile transportation; make plans for the allocation of 
idle vehicles; formulate plans for used-car rationing, and revise our 
estimates for scrappage, which, of course, is predicated on the time 
in which we will have to transfer automobiles from their present 


owners and bring them out of storage pending resumption of new 
automobile production. 


Oo. D. T. APPOINTMENTS 
The Office of Defense Transportation has announced the 
appointment of Charles V. Warren as chief of its news section, 
and the appointment of Robert E. Harper as chief of the pro- 
gram section. Mr. Warren, a former Iowa newspaper man, 
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was chief of press in the Federal Works Agency and connected 
with the Public Roads Administration, said the O. D. T., 
adding that, before entering government service in 1938, he was 
on the Washington staff of the Associated Press. 

Mr. Harper, a native of New Orleans, served as chief of 
special events for the war finance division of the Treasury 
Department, director of public relations for the American Road 
Builders Association, and assistant to the president of Motion 
Picture Advertising Service, Washington, D. C., and was execu- 


tive director of the American Public Relations Association, 
the O. D. T. said. 


“BUY COAL NOW,” O. D. T. ADVICE 


The Office of Defense Transportation has advised house- 
holders throughout the nation to fill their coal bins in the 
summer months if they wish to be certain of having a supply 
when winter comes. 

The shortage of motor trucks and drivers available for 
coal distribution was expected to reach a critical stage by the 
beginning of the cold season, the O. D. T. said, and orders for 
coal should be placed with dealers now to enable them to make 
deliveries in the summer. If householders waited until cold 
weather set in before obtaining their winter coal supply, they 


might find it impossible to obtain prompt delivery at that 
time, it said. 


TRAINING TRANSPORT WORKERS 


The Office of Defense Transportation has issued a bulletin, 
“Transportation Training,” containing information for trans- 
portation employers with a view to aiding them to obtain and 
retain employes. Copies may be obtained by writing to the Divi- 


sion of Transport Personnel, Office of Defense Transportation, 
Washington 25, D. C. 


AUTOMOTIVE MAINTENANCE 


The Office of Defense Transportation has informed auto- 
motive repair shop owners that vocational training schools will 
conduct special classes in automotive maintenance and repair 
for particular makes of cars, or trucks, provided they can 
furnish at least ten students. 

The O. D. T. now has vocational training classes in 200 
cities throughout the country, sponsored by the United States 
Office of Education and conducted by public vocational schools. 
These classes, dealing with all phases of automotive mainte- 


nance and repair, include both preemployment and _ supple- 
mentary courses. 


MOTOR CONSERVATION 


_ . The Office of Defense Transportation has issued two special 
orders suspending certain intercity bus services to conserve 
bus mileage and gas: Special order O. D. T. B-54, Trailways 
of New England, Inc., suspending operations between Northamp- 
ton and Eastampton, Mass. Special order O. D. T. B-55, De 
Luxe Motor Stages of Detroit, Mich., suspending operations 
between Gary, Ind., Toledo, O., and Detroit, Mich., over de- 
scribed routes. 

The Department of Commerce has issued a report on “De- 
livery Pooling for Retail Stores,” designed to aid merchants in 
meeting motor delivery problems. Copies, designated as Eco- 
nomic Series No. 37, may be obtained on request from the 
Bureau of Foreign and Domestic Commerce, Washington 25, 
D. C., or from field offices of the Department of Commerce. 

The O. D. T. has issued supp. order O. D. T. 3, revised-242, 


common carriers, coordniated operations between points in 
Kansas. 


Oo. P. A. MOTOR RATE CONTROL 


Contract motor. carriers transporting meat and meat 
products from points of origin in 11 specified States are no 
longer required to file quarterly profit and loss statements 
and balance sheets in order to continue in effect the eight per 
cent increase in their maximum prices granted in March, 1943, 
the Office of Price Administration has announced. 

This increase, the O. P. A. said, had been contingent on the 
filing of these reports. It added that reports already filed had 
served the purpose for which they were intended, namely, to 
determine whether the increase required modification. 

The reporting provision is abolished effective June 12, 
1944, under provisions of amendment No. 138 to revised sup- 
plement regulation No. 14. 

The 11 States affected are Illinois, Iowa, Kansas, Michigan, 
Minnesota, Missouri, Arkansas, Ohio, South Dakota, West 
Virginia and Wisconsin. 


I. C. USES INTERNATIONAL TRACTORS 


W. S. Morehead, general storekeeper, Illinois Central, says 
that the railroad has 27 tractors and several specially designed 
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trailers built by the International Harvester Company in use 
at its principal locomotive and car shops and stores at Chicago; 
Centralia, Ill.; Memphis; Paducah, Ky., and McComb, Miss. 
He says use of the tractors and trailers in the movement of 
material in and around store and shop yards “not only pro- 
duces economies but speeds up work,” and that “many a switch 
of a car by locomotive is saved” by use of the tractors and 
trailers. 


LARD IN TANK TRUCKS 


“It is expected that this move will release essentially 
needed tank cars, and will result in no increase in the cost of 
this product, since the switching charge permitted for tank 
cars and the transportation charge permitted tank trucks are 
equal,” said the Office of Price Administration in announcing 
that, effective June 12, where deliveries of loose prime steam 
lard are made within the corporate limits of a basing point 
city by tank trucks, a charge covering this cost may be added 
to the maximum price of this product on “a per pound basis.” 
It adds that this transportation charge may be equal to, but 
cannot exceed, the most comparable railway switching charge, 
“on a per pound basis, of a tank car containing 6,000 pounds.” 
The regulation is contained in amendment 21 to maximum 
price regulation No. 53—fats and oils. 


LARD, ETC., IN REFRIGERATOR CARS 


By general permit No. 10 under service order No. 178, 
which prohibited the furnishing of refrigerator cars for loading 
with lard and other named products (see Traffic World, 
Jan. 15, p. 160), Director Clinger, of the Commission’s Bureau 
of Service, has granted railroads the following permission: 


To disregard the provisions of service order No. 178 in so far as 
it applies to the loading or movement of refrigerator cars loaded with 
straight carloads of processed cheese in glass containers, or mixed car- 
loads of processed cheeses in glass containers and other commodities 
requiring refrigeration provided that the car contains an amount of the 
other commodities requiring refrigeration which is not less than the 
published tariff minimum weight applicable on such other commodities. 


The permit was made effective June 2, to expire Septem- 
ber 1, and requires that reference be made to it in waybills. 


Refrigeration Rule Protest 


Rail carriers and the National Perishable Freight Commit- 
tee had taken advantage of general order O. D. T. 18-A, requir- 
ing that carload shipments of frozen fruits and vegetables be 
loaded within 18 inches of the ceiling, combined with rule 33 
of the Consolidated Freight Classification, treating each ship- 
ment, in a car loaded with more than one carload shipment, 
as a separate shipment, to assess a double charge for a single 
refrigeration service, said Charles B. Bowling, chief, Transpor- 
tation Rates & Services Division, Marketing Facilities Branch, 
Department of Agriculture. He made the charge in a request, 
filed with the Commission, for suspension of rule No. 207, Na- 
tional Perishable Freight Committee Perishable Protective 
a 13, Agent J. J. Quinn’s I. C. C. No. 22, effective 

une 15. 


This rule, said he, provided that on multiple carload ship- 
ments transported under the conditions of rule 33 of the classi- 
fication, the refrigeration charges published in the Quinn tariff, 
section 2, would be assessed on each carload shipment even 
though the carload shipments (minimum weights) might be 
loaded in the same refrigerator car. 


He quoted from general order O. D. T. 18-A to the effect 
that “nothing in this order shall be construed as requiring or 
sanctioning the revision, amendment, change, or alteration of 
established carload minimum or as requiring or approving in- 
creases in the transportation rates or charges.” 

In addition to charging that the rule was unreasonable and 
unjust in that, he said, a double charge was collected for a sin- 
gle service, Mr. Bowling said the rule was unreasonable and 
unjust in that it wouid require no more initial or transit icings, 
nor any additional transportation services; and that the car- 
riers were preparing to assess and collect a charge for which 
they had performed no service whatsoever. 

Price Administrator Bowles has asked suspension of rule 
No. 207, National Perishable Freight Committee Perishable 
Protective Tariff No. 13, on much the same grounds as ad- 
vanced by the Department of Agriculture. In addition to those 
grounds, the Administrator said that the increase would be 
borne by the smaller shipper who must share a car with an- 
other, and that it would not fall on the larger shipper who had 
the freight to move and who must load more than one carload 
in the same car in order to comply with general order O. D. T. 
18. As to the method of applying charges for protective serv- 
ices, the Administrator said: 
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Protective services, the charges for which are contained in Agent 
Quinn’s tariff, are usually understood to apply per car rather than per 
individual carload shipment. The tariff contains no definition of 
‘‘carload’’ and in.the absence of a carload definition, it appears that 
the charges set up in the tariff of protective services apply per car, 
no matter how many individual carload shipments are placed in the 
car, and that the publication of rule 207 at this time makes for severe 
increases, discriminatory and prejudicial and above all inflationary, 


The Administrator- said the rule had not been flagged as 
an increase and that it had “escaped the eyes” of those at 
O. P. A. charged with watching carrier tariffs for increases, 
Under the terms of procedural regulation No. 11, he said, the 
provisions should be postponed and the Economic Stabilization 
Director and the Price Administrator furnished with full thirty 
days’ notice as provided in that regulation. 


REICING POTATO ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
has relaxed the provisions of service order No. 200, restricting 
the reicing or subsequent icing after the first or initial icing of 
refrigerator cars loaded with potaoes, as follows: 

General permit No. 3 under service order No. 200 author- 
izes railroads: 


To provide one reicing in transit, after the first or initial icing, on 
any refrigerator car loaded with potatoes originating at any point in 
the state of Florida. This general permit shall become effective at 12:01 
a. m., June 3, 1944, and shall expire at 12:01 a. m., June 10, 1944. The 
reicing authorized herein may be accorded cars rolling on the effective 
date hereof. 


By general permit No. 5 under service order No. 200, rail- 
roads have been granted authority: 


On any refrigerator car loaded with potatoes originating at any 
point in the state of South Carolina: at the carrier’s option, to accord 
the first or initial icing at a regular icing station en route after the 
car is loaded and billed; and to reice in transit one time only, at any 
regular icing station en route beyond the station where car was initially 
iced. This general permit shall become effective at 12:01 a. m., June 
30, 1944, and the icing and reicing authorized herein may be accorded 
on such refrigerator cars moving at that time. This general permit 
shall expire with June 30, 1944. 


By general permit No. 6 under service order No. 200, per- 
mission was granted railroads: 


On any refrigerator car loaded with potatoes originating at any 
point in the state of Georgia: at the carrier’s option, to accord the first 
or initial icing at a regular icing station en route after the car is 
loaded and billed and to reice in transit one time only, at any regular 
icing station en route beyond the station where car was initially iced. 
This general permit shall become effective at 12:01 a. m., June 3, 1944, 
and the icing and reicing authorized herein may be accorded on such 
refrigerator cars moving at that time. This general permit shall expire 
with June 30, 1944. 


Waybills are to show reference to the general permits. 


CABBAGE ICING ORDER 


The Commission, division 3, by servcie order No. 211, 
effective June 8 and expiring July 8, has restricted retop icing 
of refrigerator cars loaded with cabbage, originating in Ala- 
bama, Mississippi, or Tennessee, to not more than a total of 
10,000 pounds of retop ice when no initial icing or reicing in 
bunkers is ordered on the same car; or to not more than 5,000 
pounds of retop ice when initial icing or reicing in bunkers is 
ordered on the same car. The order is to apply to the retop 
icing on or after the effective date of the order of all refriger- 
ator cars, loaded with cabbage, originating in the aforemen- 
tioned three states, billed, accepted for transportation, or roll- 
ing on or after the effective date of the order. 

The order said there was a shortage of ice and manpower 
for icing cars in certain areas and that excessive retop icing of 
certain shipments of cabbage was unnecessarily delaying the 
movement of that traffic and depleting the available supply 
of ice. 

The order was made subject to special or general permits 
issued by the director of the Commission’s Bureau of Service, 
and contained the usual provisions for the suspension of tariff 
provisions in conflict with the order, and for the announcement 
of such suspensions. 


R. R. PERFORMANCE REPORT 


The seventh paragraph under the sub-heading, “Railroads 
In War,” in the report in the Traffic World June 3, p. 1510, 
on the A. A. R. answer to Senator Kilgore’s charges about 
railroad performance, related to transportation of coal to New 
England. The paragraph in question began with the sentence, 
“In 1940, the total coal movement. was 17,927,000 net tons of 
which the railroads handled 31.6 per cent.” 
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ansportation Corps Work 


Major General C. P. Gross, chief of transportation, Tr. 
portation Corps, Army Service Forces, in testimony before 
War Department subcommittee of the House appropriatio 
committee, said that substantial savings in freight charges on 
army supply items had been made by classification of many 
such items that heretofore had been unclassified. His testimony 
was made public as the printed hearings on the military estab- 
lishment appropriation bill for 1945 were made available by 
the House appropriations committee. 

General Gross said he would be “very happy” to direct the 
attention of Colonel W. J. Williamson, head of his traffic con- 
trol, to a suggestion by a member of the subcommittee that the 
Transportation Corps negotiate with the railroads for lower 
rates on explosives. The suggestion came from Representative 
Engel, of Michigan, who said he had information that the rates 
on “powder, ammunition, shells” were extremely high because 
of the dangerous character of the article carried, “yet the 
amount of damages done through explosions are so extremely 
small that the rates on powder and shells you are paying are 
not justified by the losses the railroad companies have had to 
pay because of the hazardous character of the item carried.” 

“T hope what you say is true—that we have not equalized 
by having a whole lot of bad accidents to railroad equipment, 
and destruction,” said General Gross. ‘There may be some in- 
stances; we do not claim to have a perfect record . . . and there 
may be certain instances with reference to powder where we 
might well renegotiate to seek a lower rate... .” 

Colonel Williamson’s Work 


General Gross said he thought the Transportation Corps 
had been fortunate in bringing in transportation experts. He 
noted that Colonel Williamson was “formerly traffic manager 
of Sears-Roebuck” and added that the colonel had been “worth 
millions of dollars to the government, without question.” 

“When you have an army fighting a war,” he continued, 
“the number of items we have to provide is something more 
than a million different, separate items of supply, and many of 
those items are unclassified; they are not used in private life— 
they are not classified in any rate structures and the unclassi- 
fied rate is too high. So Colonel Williamson has done a tremen- 
dous job in classifying all of these many unclassified items— 
and they are there, as I say, by the hundreds of thousands. 
And each time he classifies, of course he saves the government 
a whole lot by getting a lower rate for each item that is so 
classified.” 

Asked whether the classifying had to be approved by the 
Commission, General Gross said “no, or it has blanket ap- 
proval.” He added that if the army could get an arrangement 
with the railroads under the interstate commerce act, it did so. 

“When you make this arrangement and Colonel William- 
son thinks a certain rate is the rate that ought to be charged 
and the railroad company thinks they have to have a higher 
rate, they compromise and then that is approved?” Represen- 
tative Engel inquired. 

“We can compromise,” said General Gross, “or we can go 
to the I. C. C. The I. C. C. is always a court of resort; but 
very often we can classify these items with something similar 
and we can come to a closed arrangement. You can see it was 
a question of speedy action to get these items classified.” 

Representative Engel asked General Gross to give the c 
mittee the rates paid on certain movements of tanks, gun 


armored cars, oil or gasoline in tank cars, and ‘“‘carload lots of" 


powder—bag powder, powder in boxes, and shells of various 
par gl and the general agreed to supply the information de- 
sired. 

Help from Rail Rate Bureaus 


We have been greatly aided by various so-called traffic 
bureaus of the railroads,” he observed. “We could not have 
operated without them. The railroad industry and these traffic 
bureaus have helped us tremendously in establishing these rates 
and in reducing costs to the government.” 

In the course of his testimony, General Gross said that the 
Transportation Corps “integrated” transportation from the 
point of origin to the overseas destination, and that at points 
of debarkation overseas it provided “the port battalions, the 
railroad battalions to carry on the task from the ports of 
debarkation forward.” 

“For the first time we have an integrated corps that is 
fast, flexible, and responsive to the desires of the overseas com- 
mander,” he added. 

He told the subcommittee that all the ports were “fluid,” 
that there had been no real congestion, and that the Transpor- 
tation Corps was constantly meeting emergency requests from 
theater commanders all over the world with top speed. 


Request for Funds 


He asked for a separate appropriation of $1,878,677,000 for 
the Transportation Corps, after having pointed out that, here- 
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tofore, the appropriation had been made under the heading, 
“Supplies and Transportation,”? which included activities of the 
Quartermaster Corps. About $411,000,000 of the amount re- 
quested, he said, was for equipment, including rail equipment 
for operation of railroads in conquered countries, and about 
$1,465,000,000 was for transportation operations, including the 
cost of moving supplies by rail, the financing of port operations, 
both domestic and overseas, the operation and maintenance of 
army transports and harbor boats, and world-wide operation 
of locomotives. 

Referring to a chart depicting cargo shipments in 1943 and 
the anticipated movements for the balance of 1944 and the be- 
ginning of 1945, he said that “the monthly tonnage shipments 
will rise to approximately 40 per cent more than the present 
monthly levels,” and added that “as our strength overseas 
ascends so does the cargo to maintain them there.” The num- 
ber of troops embarked and debarked in 1944 was much higher 
than for 1943 and would go up still more in 1945, he said. 

General Gross said that under an agreement with the War 
Shipping Administration, all vessels owned by the army or 
under bareboat charter to the army were operated from funds 
in War Department appropriations, while all vessels allotted 
to the army by the W. S. A. were financed by the W. S. A. with 
no expense to the army, except for stevedoring at army-owned 
or army-leased piers. 


Size of Corps 


The Transportation Corps now embodied about 20,000 offi- 
cers, 220,000 troops and 108,000 civilians, including marine per- 
sonnel, he said. In its offices in Washington, he said, were 357 
officers, two WAC’s and 1,457 civilians, “as of last March.” 

It was shown by the testimony that the Transportation 
Corps at the end of March had 5,279 busses, and that it was 
asking for funds for the purchase of 2,000 additional busses. 
General Gross said 60 per cent of them were used at posts, 
camps and stations, and 40 per cent at war plants. Govern- 
ment-owned busses were rented, he said, to a public carrier or 
to a private one, and the army charged the carrier 3 cents a 
mile for a certain type of bus and 3% cents a mile for another 
t x 
Pe The carrier operates the busses and maintains them in 
repair, provides the gasoline and the driver, performs the serv- 
ice and collects the fare,” he continued. “We check his mileage 
monthly, as the basis for payment. - 


‘In the second case, we rent or charter busses that are 
owned by private carriers. We pay 35 cents a mile for the bus. 
The owner furnishes the bus, the driver, the gas, and maintains 
it. We collect the fare. Both the 3 cents that we get per mile 
in the first illustration and the fares that we recover in the 
second are turned over to miscellaneous receipts of the Treas- 


He said that the amount of the fare on busses provided 
by the Transportation Corps was arranged with the Office of 
Defense Transportaiton, and that “we do not furnish bus trans- 
portation anywhere without clearance from O. D. T.” 

The House appropriations committee reported the bill June 
6 and showed in its report that it had reduced the amount 
requested for the Transportation Corps by $28,677,000. It said 
that funds for this corps as an independent agency of the Army 
Service Forces were being sought for the first time, and that 
“it should, therefore, be required to establish its needs by expe- 
rience.” If the reduction proposed should prove to be too dras- 

ic, said the committee, a supplemental estimate might be pre- 
ted later. 


ng of Navy Shipments 


Rear Admiral William Brent Young, Supply Corps, U. S. 
Navy, chief of the Navy Department’s Bureau of Supplies and 
Accounts and paymaster general of the Navy, in an address 
June 3 before officers, administrative assistants and other per- 
sonnel of the bureau, summarizing accomplishments of the bu- 
reau in two years of his administration, discussing among other 
things, the bureau’s activities in connection with stock stowage 
facilities, stock containers and stevedoring. 

He said the bureau had supervised an increase in storage 
space from 31,000,000 square feet to “a contemplated 86,000,000 
square feet.” 

In undertaking improvement on methods of stowage and 
handling of material, he said, the bureau’s first need was to 
commission the best experts in industry. 

“An educational campaign, necessary to enlighten all hands 
about time, labor and commodity-saving practices in material 
handling,” he continued, “was accomplished through the use 
of motion pictures, lectures and informal discussions, in addi- 
tion to the printing of detailed handbooks. Officer specialists 
have been sent to 34 naval activities, gone into warehouses, 
storage areas, yards, manufacturing buildings, receiving and 
shipping docks, and worked with officer and civilian personnel 
to spread the gospel of efficient handling.” 
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Admiral Young said that it was “intolerable” to spend 
millions of dollars and thousands of man-hours on war mate- 
rial, only to have it ruined by weather or carelessness, and 
that it was the duty of the containers section of the bureau 
“not only to develop proper packing methods, but to assure 
that the Navy and private industry alike would abide by these 
methods.” He added that that, too, required a campaign of 
education, and that the containers section undertook, among 
other research projects, eight packaging projects, involving 
joint Army-Navy action. 

On the subject of stevedoring, he said: 


In packaging for air shipment we have had to take into account 
such factors as decreased atmospheric pressure at high altitudes, ex- 
treme ranges of temperature; marked vertical as well as horizontal 
stresses; problems incident to the fact that aircraft specifically de- 
signed for cargo-transport are only now becoming available. This 
series of prov.ems has also demanded an educational campaign, one 
aspect of which is the Navy Handbook on Air Cargo Packing and 
Material Handling, issued almost a year ago and already a pocket 
bible for airport stevedores. Currently, Navy overseas cargo termi- 
nals indicate an average of 175,000 pounds of excess tare weight are 
being saved per month by proper practices. At an average payload 
per plane of 5,000 pounds this saves 35 complete plane loads each 
month, and in money terms means a monthly saving of $150,000. 


MILITARY SHIPMENTS TO ALLIES 

Leo T. Crowley, head of the Foreign Economic Administra- 
tion, has announced that in the 91 days from January 1 to 
April 1 of this year 3,000 tanks and 90,000 other military motor 
vehicles, including tank destroyers, trucks and jeeps, were sent 
from the United States to allied forces. He said that from the 
beginning of the lend-lease program on March 11, 1941, to 
April 1, 1944, almost 26,000 tanks and 840,000 other military 
motor vehicles were sent from the United States to the forces 
of the other United Nations. 


TRANSPORTATION OF EXPLOSIVES 


Chairman Wheeler, of the Senate interstate commerce 
committee, has introduced S. 1980, and Chairman Lea, of the 
House committee on interstate and foreign commerce, has in- 
troduced H. R. 4958, to amend the transportation of explosives 
act by adding a new sentence at the end of the first paragraph 
thereof (section 232 of the Penal Code, or section 382 of the 
U. S. Code). The added sentence will eliminate, in time of war, 
the prohibition against the carrying of high explosives in any 
car or vehicle of any description operated in the transportation 
of passengers, carrying passengers for hire, with the proviso 
that no explosives may be carried in that part of a car or 
vehicle being used for the transportation of passengers for 
hire. The amendment provides also that such shipments must 
be consigned by or to the military or naval forces of the United 
States and that the transportation must be requested by the 


Secretary of War or the Secretary of the Navy and authorized ° 


by the Commission under such special regulations as the Com- 
mission may prescribe. 

It was explained in the Commission’s Bureau of Service 
that the Commission, in the past, had interpreted the word 
“vehicle” to include trains as well as individual cars, and that 
the amendment was intended to permit the addition of cars 
loaded with explosives to passenger trains, or the loading of 
explosives in the baggage or express sections of passenger cars. 


SURPLUS WAR PROPERTY STORAGE 


William L. Clayton, Surplus War Property Administrator, 
has announced the formation of a space control committee to 
coordinate the surplus war property storage activities of gov- 
ernment agencies. 

The federal departments and agencies represented on the 
committee are the War Department, Navy Department, Mari- 
time Commission, Procurement Division of the Treasury De- 
partment, and the Reconstruction Finance Corporation. 

“As the volume of surplus war property increases,” said 
Mr. Clayton, “the critical problem of storage will become 
increasingly important. Government property must be ade- 
quately safeguarded and protected in suitable storage facilities 
pending its disposal to private interests. 

“The space control committee through the cooperation of 
the agencies represented will establish a record of space avail- 
able and will lend mutual assistance in locating space required 
for the storage of surplus property. It is anticipated that the 
activities of the committee will tend to eliminate wasteful com- 
petition and unnecessary use of transportation facilities. In 
addition, it is felt that the more efficient utilization of storage 
space will avoid the construction of considerable warehouse 
and storage facilities.” 

The chairman of the space control committee is Col. John 
J. O’Brien, Office of the Chief of Engineers, War Department, 
Washington. 


Land Grant Rate Repeal 


TRAFFIC WORLD 


His hopes that the railroads would have postwar financial 
resources to enable them to meet keener-than-ever competition 
of pipelines, inland waterways, highways, an unprecedented 
number of merchant ships, and an “unpredictable” fleet of 
transport planes, would be destroyed if the railroads had to 
continue to haul government traffic on land grant rates and to 
pay back to the government some of the money they had col- 
lected in freight charges on wartime traffic of the government, 
R. V. Fletcher, vice president of the Association of American 
Railroads, told a subcommittee of the Senate interstate com- 
merce committee June 8 as the subcommittee began hearings 
on H. R. 4184, the land grant rate repeal bill passed by the 
— May 23 (see Traffic World, May 27, p. 1471, and June 3, 
p. 1508). j 

Witnesses heard by the subcommittee June 8, in addition 
to Mr. Fletcher, were: Senator Jackson, of Indiana, appearing 
for Herschel Hollopeter, transportation director of the Indiana 
State Chamber of Commerce; John B. Keeler, of Pittsburgh, 
Pa., president of the National Industrial Traffic League; 
Charles E. Mahaffie, member of the Commission, and C. J. 
Goodyear, traffic manager of the Philadelphia & Reading Coal 
& Iron Co., of Philadelphia, Pa., and national secretary of the 
National Association of Shippers Advisory Boards. Senator 
McFarland, of Arizona, chairman of the subcommittee, presided 
throughout the hearing, and Senators Austin, of Vermont; 
Shipstead, of Minnesota, and Stewart, of Tennessee, attended 
parts of the hearing. 

Mr. Fletcher said that deferred maintenance of roadways 
and structures on railroads might amount to $200,000,000 a 
year. 

Return of Land Grant Acreage 

Dealing with a question of Senator Shipstead had raised, 
as to whether the railroads would return the land-grant acre- 
age they now held to the federal government in event of enact- 
ment of the bill, Mr. Fletcher said that such land now in pos- 
session of railroads totaled only 16,000,000 acres—about 8,000,- 
000 acres held by the Southern Pacific, 4,800,000 by the North- 
ern Pacific, about 1,700,000 by the Santa Fe, and 923,000 acres 
by the Union Pacific—except that the Union Pacific, under its 
contract with the government, was under no obligation to re- 
turn that acreage. Up to this time, he said, the railroad had 
returned about $600,000,000 to the government, and, in addi- 
tion, the roads named had paid and were still paying taxes on 
the lands that had not been returned to the government after 
enactment of the transportation act of 1940. Mr. Fletcher said 
that, in view of needs of the western states for local tax rev- 
enue and their objections to further acquisition of their land 
by the federal government, he did not think it would be a pop- 
ular thing to take the 16,000,000 acres here involved off the 
local tax rolls. Moreover, he said, trustees of railroad mort- 
gages covering this land would be reluctant to surrender the 
land to the government. 

Mr. Fletcher observed that so-called “section 22” rates 
would continue to be available to the government after pas- 
sage of H. R. 4184. He said that 345 such contracts, granting 
special rates on special articles, had been entered into by the 
railroads and the government. 


Government “Saving” Challenged 


In the statement read for him by Senator Jackson and 
presented on behalf of the Indianapolis Chamber of Commerce 
and Indianapolis Board of Trade, as well as the state of C. of 
C., Mr. Hollopeter challenged the assertion that repeal of the 
land grant rate provisions of the interstate commerce act 
would cost the government $250,000,000 to $300,000,000 a year. 
He said that most shippers were industries producing war ma- 
terials, that their transportation costs had become an integral 
part of war production costs, that the amount of the saving 
made by the government was largely a shifting of the burden 
to those shippers, and that the saving was, therefore, only 
theoretical. Enactment of the bill would prove an important 
economy in the war effort, Mr. Hollopeter maintained. 


Mr. Keeler, after stating that he appeared for the Manu- 
facturing Chemists Association, the Pittsburgh Chamber of 
Commerce and the Alleghany Regional Advisory Board, as 
well as for the League, said he wanted to emphasize that the 
shippers of the country were “practically 100 per cent” in sup- 
port of the bill. He pointed to rate discriminations that re- 
sulted from application of land grant rates. 

Commissioner Mahaffie read a letter, dated June 6, that 
he said had been addressed to the chairman of the Senate 
interstate commerce committee by the Commission’s legislative 
committee, in support of enactment of H. R. 4184. He said the 
Comptroller General had estimated that for 1944 the govern- 
ment’s freight bill would total about $2,500,000,000, of which 
about 70 per cent would be for transportation of military or 
naval supplies, and that 9 per cent, or $157,500,000 would be 
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recovered by the government as overpayments on freight bills 
in the fiscal year 1943. He called attention of the committee 
to inability of shippers to ascertain what the land grant rates 
were, since they were not published in tariffs available for 
inspection, and added that the requirement that rates be open 
to inspection was essential to prevention of discrimination. 

Asked by Senator McFarland how the Commission would 
plan to readjust rates after repeal of the land grant rates, 
Commissioner Mahaffie said that, in fixing the general rate 
level, the Commission wanted to know how much money the 
rates would produce, and that this was practically impossible 
in the present situation, with land grant rates in effect. Sen- 
ator Shipstead said that if the burden of the land grant de- 
ductions was being shifted to the private shippers, the rail- 
roads were not losing any money. Commissioner Mahaffie said 
that “that would probably follow,” but that Commission now 
had no way of knowing “what the revenue will be.” 


Volume and Compensatory Rates 


Senator Shipstead asked the commissioner if it was his 
opinion that, with the large volume of government traffic, the 
land grant rates were not compensatory. Commissioner Ma- 
haffie said he did not think such a broad statement could be 
made, but that “undoubtedly there are individual movements 
that we would find not compensatory.” 

Mr. Goodyear observed that he had testified in support of 
H. R. 4184 before the House interstate commerce committee 
and said the subject had been “pretty well covered” in the 
hearings by that committee. Asked by Senator McFarland to 
comment on the committee amendments to the bill, Mr. Good- 
year said the organization he represented had not had oppor- 
tunity to consider the amendments, but that his personal view 
was that the 90-day effective date was reasonable. Answering 
another question, he stated that he would not say that, imme- 
diately on passage of the bill, the Commission would feel called 
on to make rate reductions, but that the tendency would be 
toward reduction of rates paid by private shippers. 

Mr. Fletcher said he could not overemphasize “the confu- 
sion that now exists as to what does constitute military and 
naval traffic.” He cited data compiled by the Board of Investi- 
gation and Research as to the amounts the railroads had re- 
turned to the government in the form of land grant rate deduc- 
tions. Senator Stewart observed that he had introduced a bill 
to extend the life of that board and that the board’s report on 
land grant rates was a “valuable contribuiton” in the instant 
hearing. Mr. Fletcher expressed unwillingness to comment on 
the Stewart bill. 


Petroleum Transportation 


Representative Thomason, of Texas, in an address in the 
House, asked for assistance by the House naval affairs com- 
mittee in development of a proposed pipeline from Monahans, 
Tex., in what he described as the Permian basin field of west 
Texas, to San Diego, Calif. He said that such a line would 
carry “thousands of barrels of oil every day to the Pacific 
coast.” 

“The Pacific Emergency Pipe Line, with headquarters at 
Dallas, Tex., composed of men of financial responsibility and 
integrity,” he said, “have for months pleaded with the authori- 
ties here in government to give them permission to build this 
pipeline from Monahans . .. which would be a concentration 
— for 200 miles in every direction out of Monahans to San 

MORO. ge 

He added that he had ‘‘just heard” that an “official” denial 
of the application, filed with the Petroleum Administration for 
War, was about to be issued. The navy was begging for more 
oil on the west coast, he said. He submitted information that 
the proposed pipeline would carry crude oil and would be of 
20-inch diameter, that it would move about 200,000 barrels 
daily to the west coast, that the line would cost $47,000,000, 
and that that entire amount would be provided by Pacific 
Emergency Pipe Line, Inc. 


Supplementing data it had issued earlier concerning the 
rail tank car movement to the east coast (see Traffic World, 
June 3), the Petroleum Administration for War said that de- 
liveries through the “Little Big Inch” (20-inch) pipeline to the 
Atlantic seaboard in the week ended May 27 averaged 155,851 
barrels a day, while deliveries through the “Big Inch” (24-inch) 
line to the east averaged 293,728 barrels a day in that week, 
as against 288,649 barrels daily in the preceding week. A de- 
cline in deliveries through the 20-inch line from 174,732 barrels 
daily in the previous week was caused, the P. A. W. said, by 
a series of 22 power failures in the course of severe electrical 
storms along the pipeline route. 


P. A. W. Directive Amendment 


The Petroleum Administration for War has issued its petro- 
leum directive No. 69, amended as of May 29, setting forth 
directions for allocation and use of inland wate: wavs equip- 
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ment in the transportation of petroleum and its products on 
the Great Lakes, the New York State Barge Canal and the 
Hudson River as far south as and including Rensselaer, N. Y. 

The directive calls for appointment of a “joint Great-Lakes- 
New York State Barge Canal subcommittee for districts 1 and 
2,” comprised of 11 members. It requests all users of inland 
waterways equipment in, or available for, the service of the 
petroleum industry on the inland waterways specified to co- 
operate with the subcommittee in furnishing information de- 
sired by the committee. The subcommittee is directed to “keep 
informed concerning the loading, unloading, routing and han- 
dling of all inland waterways equipment used in petroleum 
service on the inland waterways specified.” Functions of the 
“joint barge subcommittee for districts 1, 2 and 3” with re- 
spect to waterways equipment operated on the lakes, the 
New York State Barge Canal and the Hudson River are trans- 
— under the directive, to the committee designated in the 
irective. 


Tank Car Shipments 


Rail tank car shipments of crude oil and petroleum prod- 
ucts into the Atlantic seaboard the week ended June 3 averaged 
706,086 barrels daily, as compared with 726,523 barrels daily 
for the previous week, according to reports received by the 
Petroleum Administration for War. 

The “Big Inch” (24-inch) pipeline delivered an average of 
317,302 barrels daily the week ended June 3, though the rated 
capacity is 300,000 barrels daily, an increase of 23,574 barrels 
daily to New York and Philadelphia refining areas over the 
preceding week. Flood water interferences in previous weeks 
cut down the movement via this line. 

The “Little Big Inch” (20-inch) pipeline operated at a re- 
duced pumping rate of 128,177 barrels a day the week ended 


June 3 due to pumping station failures caused by electrical 
storms. 


Deputy Petroleum Administrator Ralph K. Davies said that 
each day it became apparent that there would be no surplus of 
petroleum products for civilian consumption as long as we were 
fighting a war. 


Transport Statistics Comment 


“In considering the possibility of large railway deficits ac- 
companying a decline of traffic which might develop after the 
close of the war, to which reference was made in these com- 
ments last month (see Traffic World, May 13, page 1317), the 
cushioning effect of refunds from present high income and 
profits taxes for railway corporations should not be overlooked,” 
said the Commission’s Bureau of Transport Economics and 
Statistics in its monthly comment on transportation statistics, 
dated June 5. The bureau continued: 


At present corporations are subject to a normal tax of 24 per cent, 
a surtax of 16 per cent, and an excess profits tax of 95 per cent on 
income in excess of certain credits. The amount of the excess profits 
tax is subject to a post-war refund of 10 per cent receivable currently 
in non-interest bearing government bonds which are not negotiable or 
redeemable before the cessation of hostilities. The post-war credit, how- 
ever, may be taken currently if the carrier wishes to retire its own 
debt. The part of the 10 per cent credit taken for that purpose may not 
be in excess of 40 per cent of the debt retired. In the I. C. C. income 
account, railway tax accruals, the net amount after the refund is being 
accrued currently as though the rate were 85.5 per cent (95 less 10 per 
cent). Thus in interpreting the railway income in monthly reports to 
the Interstate Commerce Commission, no attention need be given to 
the 10 per cent refund. 

The corporations are also permitted to combine their incomes and 
losses over a 5-year period in computing these taxes, the current year 
being taken at the center of the period. Thus the final determination 
of the amount of the tax for a given year may depend on the losses 
or deficiencies in income under normal earnings in the two years pre- 
ceding or the two years following the given year. When the tax for 
any year is finally ascertained, it may be found that the railway orig- 
inally paid too much for that year. It will then be entitled to make a 
claim for overpayment. If this is allowed, the railway will in the year 
when the refund is received, make a credit entry in the I. C. C. income 
account, and the net income reported to the Interstate Commerce Com- 
mission would be correspondingly increased. 

In the internal revenue code, the amount of the loss (or deficiency 
under normal income) experienced in other than the given year for 
which a tax is being computed and deductible in computing or re- 
computing the taxes of the given year is designated as a ‘‘carry-over’’ 
if it relates to either of the two preceding years and as a ‘‘carry-back’’ 
if it relates to either of the two following years. If the railways have 
normal incomes (based on 1936-39 average earnings or the rate of re- 
turn on the ‘‘invested capital’’ specified by the act) for a succession of 
years following the war, the ‘‘carry-back’’ privilege will not be of im- 
portance and the U. S. treasury will keep the high taxes it collected 
during the war (other than the post-war credit). But if the war should 
within two years be followed by earnings less than normal, the refunds 
allowed may, for the most important railways, serve as a ‘‘cushion’’ to 
diminish the shock of a depression. The shock would then be transferred 
to the U. S. treasury unless the refund provisions of the law were 
repealed. 


How the ‘“‘carry-back’’ may help a railway after the war is illus- 
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Cattle Threw 


@ Western ranges, which once fed vast 
buffalo herds, now produce America’s 
top quality beef. 

Nutritious grass, abundant dry feed 
and water, and favorable climate com- 
bine to make much of Great Northern 
Railway’s territory the home of beefsteak 
which commands packers’ “AA” stamp. 

Serving the livestock industry in many 
ways, Great Northern serves it best by 
providing ranchers and feeders depend- 
able transportation. The quality of that 
service is one of the many things that 
make Great Northern great. 
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trated by the following example: Let it be assumed that in the last 
year of the war it has a net income before Federal income taxes of 
$60,000,000 and that its fixed charges, consisting entirely of interest on 
funded debt, are $12,000,000. Let it further be assumed that its credit 
deduction that is not subject to the excess profits tax is $23,000,000 and 
that this has been computed on the invested capital basis. As ‘‘invested 
capital’’ under the code includes one-half the borrowed capital, one- 
half the interest charges, or $6,000,000, must be excluded from fixed 
charges in computing the excess profits net income. This income be- 
comes $66,000,000. Subtracting the credit leaves $43,000,000 as the part 
of the income to which the net excess profits rate of 85% per cent (95 
per cent less 10 per cent) applies. This gives $36,765,000 as the net ex- 
cess profits tax. The normal and surtax rate of 40 per cent (24 plus 16) 
applies to that part of the $60,000,000 not subject to the 85% per cent 
rate, or $17,000,000 ($60,000,000 minus $43,000,000) and the normal and 
surtaxes amount to $6,800,000, making the total net tax $43,565,000. 

Now let it be assumed that in one of the two succeeding years the 
railway has a net deficit in income (before Federal taxes) of $6,000,000. 
The tax paid in the last year of the war may then be recomputed as 
follows (ignoring all other possible adjustments): 

The carry-back loss of $6,000,000 changes the normal tax net in- 
come of $60,000,000 to $54,000,000 and after adding half the interest 
charges as above the excess profits net income becomes $60,000,000. The 
assumed credit exemption of $23,000,000 for each of the years, or 
$46,000,000, is deducted, giving $14,000,000 as the income to which the 
85% per cent net rate applies. The net excess profits tax is thus $11,- 
970,000. Subtracting $14,000,000 from $54,000,000 gives the normal and 
surtax net income of $40,000,000, and at 40 per cent these taxes are 
$16,000,000. The total recomputed tax becomes $27,970,000, which results 
in a refund of $15,595,000 from the $43,565,000 originally paid. The re- 
fund, combined with the deficit of $6,000,000, gives $9,595,000 as the net 
income of the post-war year and the income before the $12,000,000 fixed 
charges is $21,595,000, with 1.80 as the ratio of income to charges. 


The bureau said that the effect of the “carry-back” would 
vary greatly among railways, pointing out that, in 1943, out of 
129 Class I railways, 17 had no federal income or profits taxes, 
43 reported normal and surtaxes, but no excess profits taxes, 66 
reported excess profits taxes in addition to normal and surtaxes, 
and three could not subdivide the total tax because of system 
complications. Excluding the last three, the bureau said normal 
and surtax had amounted to $427,147,254, and.excess profits tax 
to $827,993,960, a total of $1,255,141,214. It said one-eighth of 





Revenue Freight Loading 


Revenue freight loading the week ended June 3 totaled 
810,772 cars, according to the Association of American Railroads. 
This was 59,088 cars or 7.3 per cent below the preceding week 
due to the holiday on May 30; 143,163 cars or 21.4 per cent 
above the corresponding week of 1943 due principally to the 
coal strike in 1943, and 43,917 cars or 5.1 per cent below the 
corresponding week of 1942. 


Revenue Freight Car Loading—Week Ended Saturday, June 3 


Grain and Live 
grain-prod. stock Coal 
{ 1944 37,107 12,655 169,965 
FOUL CAE DOAG ass. o5 6 o:0:6.0:0.5 b.0re { 1943 38,377 12,104 41,277 
| 1942 35,871 12,484 163,765 
Preceding week May 27........... 1944 41,125 14,110 182,692 
Per cent increase over............ 1943 4.6 311.8* 
Per cent decrease under.......... 1943 3.3 
Per cent increase over............ 1942 3.4 1.4 3.8 
Per cent decrease under.......... 1942 . 
{1944 1,049,330 344,051 4,019,457 
Cumulative 23 weeks to June 3. {1943 1,059,739 311,608 3,701,384 
| 1942 858,324 273,824 3,674,287 
Per cent increase over............ 1943 10.4 8.6 
Per cent decrease under.......... 1943 1.0 
Per cent increase over............ 1942 22.3 25.6 9.4 


Per cent decrease under.......... 









*Due to coal strike. Per cent to 15 year 


Revenue Freight Car Loading—Week Ended Saturday, May 27 


Grain and Live 
grain-prod. stock Coal 
{ 1944 41,125 14,110 182,692 
SEE ORI so oss 55x Kacdcinnwes { 1943 43,426 13,564 172,610 
( 1942 32,869 11,767 157,815 
Preceding week May 20........... 1944 40,640 14,484 176,870 
Per cent increase over............ 1943 4.0 5.8 
Per cent decrease under.......... 1943 5.3 
Per cent increase over............ 1942 25.1 19.9 15.8 
Per cent decrease under.......... 1942 
(1944 1,012,223 331,396 3,849,492 
Cumulative 22 weeks to May 27. {1943 1,021,362 299,504 3,660,107 
| 1942 822,453 261,340 3,510,522 
Per cent increase over............ 1943 10.6 5.2 
Per cent decrease under.......... 1943 9 
Per cent increase over............ 1942 23.1 26.8 9.7 


Per cent decrease under.......... 1942 





Per cent to 15 year average, 127.5. 
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the excess profits taxes was reported by a single railroad and 
that the 12 largest payers accounted for over 70 per cent of the 
total excess profits taxes, adding that “these roads with the 
largest carry-back possibilities are least likely to need them,” 
However, it said, all except a small number of relatively un- 
important roads in 1943 had paid some normal and surtaxes 
subject to recomputation by carry-back operating losses and 
that hence the benefit from carry-back provisions would be in 
some degree generally applicable if there should be widespread 
deficits soon after the war. Furthermore, it said, the many 
roads that paid excess profits taxes might benefit without 
deficits if their net incomes merely fell below the credit exemp- 
tion representing normal earnings. 


The bureau said there had been a reduction in fixed interest 
charges for Class I railways not in receivership or trusteeship 
(excluding those emerging therefrom in the 12 months ended 
with March 31) from $73,350,459, in the first quarter of 1943 
to $68,345,143 in the first quarter of 1944, a difference of $5,005,- 
316. This, it said, became $20,021,264 on an annual basis and if 
capitalized at an assumed average rate of interest, and repre- 
sented a large net reduction in funded debt of the Class I oper- 
ating railroads—probably over $400,000,000 in a 12 months’ 
period. An exact result was not possible by this method, it 
pointed out, because of the effect of new debt issued at rates | 
lower than the average rate on old debt retired, and for other 
reasons. 


The bureau said that since 1940 the man-hours applied by | 
Class I railways in maintaining way, structures, and equipment 
had risen in almost exact ratio with the increase in car-miles 
in transportation service. Both the man-hours and the car-miles 
were about 50 per cent larger in 1943 than in 1940, it said, and 
that the ratio of maintenance man-hours a 100 car-miles was 
5 per cent less in 1942 than in each of the other years of 1940, 
1941, and 1943. About the same stability in the ratio in this 
— existed for each class of maintenance taken separately, 
it said. 

Commenting on the doubling of passenger miles a car-mile 
and the increase of 19.6 per cent in the net ton-miles of freight 
a loaded car-mile, the bureau said: 
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The increases shown are influenced by changes in the proportions 
of various kinds of traffic but they correctly reflect large increases in 
loading. It is not probable that all of the increased efficiency from this 
source will be retained after the war. During World War I there was 
also a rise in the average loading for both freight and passenger cars, 
the averages reaching a peak in 1920. But by 1922 the passenger car load 
returned to the 1916 level. The freight car load remained about 2 tons 
higher than that of 1916, there having been an increase in average car 
capacity of about that amount in the interval. During the present war 
there has been but little increase in freight car capacity but other 
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810,772 
667,609 
854,689 
869,860 
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easures May be taken to keep some of the higher loading as a method 
bf reducing the cost per ton-mile. 


As to compensation of rail workers, the bureau said that 
the March, 1944, figure reflected the full effect of the increases 
resulting from the January wage agreements, effective as of 
December 27, 1943. For all employes, it said, the average hourly 
earnings in March, 1944, was 9.2 cents an hour above that of 
March, 1943, and 18.4 cents an hour or 25.9 per cent above that 
nf March, 1940. By occupational groups, maintenance of way 
nnd structures showed the highest percentage increase (34.7) 
because of the large number of section men and extra gang men 
included in the group who received increases proportionately 
greater than those received by employes in the higher wage 
brackets, the bureau pointed out. It added: 


As indicated above, the average monthly compensation of all em- 
poyees whose time is reported on an hourly basis was 50 per cent 
breater in March, 1944, than in March, 1940, based on the mid-month 
ount of employees and 48.6 per cent greater when based on the num- 
er of employees who received any pay during the month. However, 
he employees worked longer hours in March, 1944, than in 1940, the 
hverage number of hours paid for per employee per month, including 
oth straight time and overtime, having increased about 15 per cent. 





Railroad Earnings 


In a statement on earnings for April, 1944, the railroads 


pointed out that it was the eleventh consecutive month in which 
ithe net earnings of the carriers showed a decline. Figures re- 


leased by the Commission’s Bureau of Transport Economics 
iand Statistics for the month showed that freight revenue and 
net revenue from railway operations also showed a decrease 
as compared with April, 1943 (see Traffic World, June 3). 

The railroads said that Class I railroads, in the first four 
months of 1944, had an estimated net income, after interest 
and rentals, of $199,000,000 compared with $292,350,973 in 
he corresponding 1943 period. 

In the twelve months ended April 30, 1944, they said, the 
rate of return on property investment averaged 4.63 per cent 
ompared with a rate of return of 6.05 per cent for the twelve 
months ended April 30, 1943. They said that 19 Class I rail- 
roads had failed to earn interest and rentals in the first four 
months of 1944, adding that 11 of the roads were in the eastern 
district, one in the southern region, and 7 in the western dis- 
trict. 


FREIGHT CAR REPORT 

U. S. railroads reported a daily average surplus of 24,708 
freight cars, and a daily average shortage of 636 freight cars, 
for the week ended May 27, according to the car service div- 
ision of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 6,509; 
auto box, 142; flat, 394; gondola, 2,018; hopper, 1,071, and 
miscellaneous, 14,574. 

The shortage was made up as follows; Plain box, 355; flat, 
95; gondola, 4; and hopper, 182. 

For the week ended June 3, U. S. railroads reported a 
daily average surplus of 26,721 freight cars, and a daily aver- 
age shortage of 392 freight cars. 

The surplus was made up as follows: Plain box, 9,956; 
auto box, 113; flat, 458; gondola, 2,707; hopper, 1,035, and 
miscellaneous, 12,452. 

The shortage was made up as follows: Plain box, 205; flat, 
65; gondola, 10;-and hopper, 112. 





CARLOAD AND REVENUE CLAIM RATIOS 


The freight claim division of the Association of American 
Railroads has issued its compilation of statistics showing claims 
paid for freight loss and damage in 1943 by carloads of freight 
originated and by revenue derived, segregated according to 
principal commodities. The statistics show a total of 40,113,027 
cars from which was derived $6,749,324,342 in freight revenue, 
and on which an average payment in claims of $1.00 on each 
car and 60 cents out of each $100 in freight revenue were made. 
For the preceding year, the railroads paid on the average 79 
cents on each carload and 52 cents out of each $100 revenue. 

On the basis of claims paid for each carload, melons lead 
the list of commodities, with $27.99, and sewer pipe ranked 
second with $20.41. In 1942, average payments on melons 
anked first with $20.17 and sewer pipe ranked second with 
611.84. Other high average carload claim payments in 1943 

ere: Fresh fruits, except citrus, $10.66; citrus fruits, $10.63; 

eggs, in shell, $10.37; ale, wine, beer, etc., $9.68. By the car- 
load, the lowest commodities were coal and coke, 12 cents; 
etroleum, 18 cents; automobiles, trucks, etc., 36 cents. Coal 
ind coke ranked lowest in 1942 with average payments of 11 
nts a carload. 

On the basis of claim payments for each hundred dollars 
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of revenue, the highest were on sewer pipe, $17.02; melons, 
$9.64; eggs, in shell, $4.00; ale, wine, beer, etc., $3.24. The 
lowest were coal and coke, 10 cents; automobiles, trucks, etc., 
11 cents; freSh and cured meats, 23 cents. Comparable high 
payments in 1942 were $10.09 on sewer pipe, and $6.70 on 
melons; comparable low figures were 6 cents on petroleum 
and 9 cents on coal and coke. 


GUIDE FOR CLAIM INSPECTORS 


The committee on prevention of loss and damage, freight 
claim division, Association of American Railroads, has prepared 
a guide for freight claim inspectors containing instructions for 
inspecting and reporting damage to freight. It contains in- 
formation concerning methods for determining the cause of 
damage, the time for inspecting freight, causes for damage to 
freight loaded in decks, bound by wire or metal strap, defini- 
tions of standard terms used in reports on damage and the 
Pose It warns against attributing ‘all damage to rough han- 

ing.” 


Rail Wage Statistics 


Class I steam railways, exclusive of a switching and ter- 
minal companies, reported total compensation paid employes 
in March, 1944, as $325,139,110, and 1,399,739 empoyes as of the 
middle of that month, according to a compilation of wage 
statistics of those roads, statement M-300, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The employment was an increase of 67,460, or 4.56 per 
cent over the number reported for March, 1943. The total 
number of hours paid for was 6.13 per cent greater and the 
total compensation was 18.67 per cent greater in March, 1944, 
than in March, 1943. A comparison of the number of em- 
ployes who reeived pay during the month with the total hours 
paid for showed 220 hours an employe in March, 1944, and 
217 hours in March, 1943. Employes paid on an hourly basis 
in March, 1944, received pay for 31,076,303 hours of overtime, 
which was 11.11 per cent of the straight time paid for. The 
corresponding percentage for March, 1943, was 8.88. 

Compensation for “time paid for but not worked’ for 
March, 1944, was reported as follows: Executives, officials, and 
staff assistants, $44,105; professignal, clerical, and general, 
$1,608,556; maintenance of way and structures, $401,832; main- 
tenance of equipment and stores, $1,800,012; transportation 
(other than train, engine, and yard), $437,792; transportation 
(yardmasters, switch tenders, and hostlers), $115,608. 

In the train and engine service, compensation for March, 
1944, was reported as follows: Straight time actually worked, 
$64,754,888; straight time paid for, $77,404,616; overtime paid 
for, $10,248,563; constructive allowances, $3,383,231; total $91,- 
036,410. Miles actually run totaled 589,486,361, and miles paid 
for but not run totaled 66,957,489. 


Leiserson Resigns 


President Roosevelt has accepted the resignation of Wil- 
liam M. Leiserson as chairman of the National Mediation Board 
which administers the railway labor act, as chairman of the 
National Railway Labor Panel which was established by the 
President as an agency to handle wage disputes in the war 
period, and as a member of that panel, it became known offi- 
cially June 8. It had been reported that Mr. Leiserson had 
submitted his resignation to the President. Mr. Leiserson has 
accepted a visiting professorship at the John Hopkins University 
in Baltimore, Md., and also plans to write a book on labor 
relations. He was appointed to the mediation board by the 
President after he had served on the National Labor Relations 
Board. Prior to service on that board he had been a member 
of the rail mediation board. Though his resignation was ac- 
cepted as of May 31, it was stated that he would remain in office 
until his successor had been appointed. 

The White House, late June 8, made public Mr. Leiserson’s 
letter of resignation and the President’s reply. 

Mr. Leiserson said that when the President transferred 
him from the N. L. R. B. to the mediation board, the latter 
board was faced with a number of very serious problems. 

“Those problems are now out of the way, and I feel that 
I must resume work on certain economic studies which had 
to be dropped when I entered the government service,” said he. 
“It has been a great pleasure and opportunity to be associated 
in the work of your administration, which I am confident will 
be counted by historians one of the greatest in the annals of 
our country.” 

The President said he reluctantly accepted the resignation, 
but asked Mr. Leiserson to remain on the job until his successor 
could take over. 

“I need not tell you how very much I appreciate the in- 
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valuable service you have rendered in the labor field to me 
and to the country during the most critical period of the war,” 
said the President. e 


A. A. R. Oppeses Labor Bill 


The Association of American Railroads, at a special mem- 
bership meeting at the Stevens Hotel, Chicago, June 6, heard a 
report from J. Carter Fort, its general counsel, on H. R. 4805, 
the so-called railroad social insurance act (see Traffic World, 
May 27, p. 1459), and laid plans for registering railroad oppo- 
sition to it. The report and the discussions on the subject indi- 
cated the feeling that the new proposals would impose addi- 
tional unwarranted financial burdens on the railroad through 
increases in payroll taxes; that it would imperil the effective- 
ness of the railroad retirement act, reserves for which at pres- 
ent showed a deficiency of between three and four per cent, and 
that it would in all probability cut dangerously into the existing 
half-billion dollar unemployment compensation reserve. 

John J. Pelley, president of the association, who presided, 
called special attention to the lump-sum benefits in favor of 
widows and dependents included in the bill and said they con- 
stituted, in effect, an insurance plan. Insurance, he said, was 
properly a matter for individual care, adding that there was no 
more reason for railroad workers to look to the railroads for 
insurance protection than there was for workers in other indus- 
tries to expect their employers to provide life insurance for 
them. It was pointed out that the lump-sum payments provided 
for in the bill were higher, in some instances by 75 per cent, 
than those provided for under the social security act and that 
the periodic payments for widows and dependents were, gen- 
erally, about 25 per cent higher than the social security pay- 
ments. This, in effect, it was said, would set up railroad men 
as a preferred class of workers were the legislation adopted. 

Liberalization of disability payments in the proposed law, 
it was pointed out, would provide such payments for those 
totally disabled by non-occupational disease and such payments 
would be required even in cases of pregnancy and maternity 
among the growing number of women railroad workers. Total 
disability payments would begin, under the new law, after 
railroad employment of ten years, regardless of the age of the 
worker, instead of after thirty years of service or at sixty years 
of age as at present, it was pointed out, and unemployment 
payments would no longer be confined to those made idle from 
other than industry causes. 

Cc. H. Buford, vice-president, operations and maintenance 
department, A. A. R., reported to the meeting on the grain car 
situation. He said a number of conferences had been held in 
the field with the result that he was convinced the railroads 
would be able successfully to handle the 1944 grain movement, 
provided the same effort and care was devoted to it this year 
as last. 


Midwest Truck Wage Dispute 


Dexter L. Lewis, chairman of the Central States Drivers 
Council, wage bargaining unit for some 300 locals of the 
International Brotherhood of Teamsters, Chauffeurs, etc., A. F. 
of L., which represents approximately 40,000 truck drivers in 
12 mid-western states, has announced that the council has 
called a strike vote to be tallied at Chicago June 10 and 11. 
Employes of about 2,000 truck operators serving Michigan, 
Ohio, Illinois, Indiana, the Dakotas, Wisconsin, Minnesota, 
Iowa, Missouri, Nebraska, and Kansas are involved. A dis- 
pute over a National War Labor Board order issued three 
months ago is at issue. 


The board directed increases of 7 cents in hourly rates 
and .3 of a cent in mileage rates of the drivers. The 7-cent 
increase was made retroactive to November 16, 1943, as was 
.25 of a cent of the mileage increase, the remainder of the 
mileage increase to become effective July 1 this year. Vice- 
chairman George W. Taylor, who wrote the decision, said the 
action taken was similar to that of its predecessor, the Na- 
tional Defense Mediation Board, which in January, 1942, 
awarded increases to the same drivers. In 1942 the motor 
carriers were represented by the Eleven States Area Negotiat- 
ing Committee. The committee was predecessor to the Central 
States Area Employers Association. In the case before the 
board, the association, the Midwest Operators Association, and 
three state groups and one individual motor carrier were par- 
ties, along with the drivers’ council. 

Last April, the Midwest Operators Association, which has 
headquarters at St. Paul, Minn., filed suit in the federal district 
court at Washington, D. C., seeking an injunction to prevent 
enforcement of the decision and order (see Traffic World,’ 
April 15, p. 1058). The association said it represented the 
principal trucking companies operating in the Dakotas, Wis- 
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consin, Minnesota, Iowa, Nebraska, Kansas and Missouri, and 
that those companies could not afford to meet the retroactive 
feature of the order. It said the aggregate back wages would 
amount to about $200,000 for its members. The court last week 
dismissed the suit, and the association indicated it would ap- 
peal to the Supreme Court. 

A spokesman for the Central States Employers Association 
at Chicago said that, prior to the present dispute, it had been 
decided by the truckers that, for reasons of efficiency, the 
Central States association should represent operators in Mich- 
igan, Illinois, Ohio, and Indiana, and Midwest ‘should represent 
the other eight states of the midwest. It was said the Centra] 
States association had urged its members to grant the increases 
contained in the board’s decision and to pay the back wages 
and that most of those operators had signed contracts with 
union locals on the basis of the order. The present dispute 
would affect some association members, who were also mem- 
bers of Midwest because they operated in some states outside 
the four-state area in which the Central States association 
acted, but, the spokesman said, it was doubtful that the pending 
oo vote would cover many Central States Association mem- 

ers. 

Mr. Lewis said, however, that the dispute was between 
the drivers in all 12 states, on the one hand, and, on the other 
all operators in those states, regardless of their present affilia- 
tions. He said wage disputes in the middle west had been 
“handled as a single dispute” since 1937; that one contract 
was involved; that the union would not take action with respect 
to disputes with only a portion of the trucking industry in the 
area; that the board’s order was an amendment of the single 
contract to which members of Central States, Midwest, and 
the other three operators groups were parties. He said it was 
possible that the Central States and Midwest associations were 
acting more or less in agreement, for purposes of getting around 
the labor board’s order. He said that “if the operators, by 
their continued defiance of the government, force the men to 
strike, there is no doubt that there will be a grave situation 
in the transportation field” and that “the effect of such a strike 
would be nation-wide.” He said that if a strike was voted, 


the council would ask the U. S. Army to interv before i 
called the strike. y ntervene betore it 


B. L. F. E. DECLINES McNEAR PROPOSAL 
_ W. C. Keiser, vice-president, Brotherhood of Locomotive 
Firemen and Enginemen, has declined an invitation by George 
P. McNear, Jr., president of the Toledo, Peoria, and Western, 
to confer with Mr. McNear regarding the possible relaxation of 
working rules on the railroad for the period of the war. The 
Brotherhood of Railroad Trainmen recently declined to meet 
with Mr. McNear for the same purpose. Mr. McNear on May 2 
sent letters to leaders of the two unions asking them whether 
or not they would be interested in relaxing the so-called feather- 
— _— for the war period (see Traffic World, May 20, p. 
Mr. Keiser replied, in a letter dated June 1, that “since 
the T. P. and W. Railroad is now being operated by the United 
States government we would not be interested in discussing 
working rules with any other authority.” He said, further, as 
had A. F. Whitney of the trainmen’s union, that there were 
“no so-called featherbed rules in effect on the T. P. and W.” 
or any other railroad in the nation. 


MOTOR PASSENGER STATISTICS 


Intercity and local or suburban Class I motor carriers of 
passengers, 237 in number, reported net income before income 
taxes of $159,655,645 and net income after income taxes of 
$46,954,726 for the year 1943 as against net income before in- 
come taxes of $106,332,042 and net income after taxes of $36,- 
901,839 for the year 1942, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics of 
revenues, expenses, other income and statistics of those carriers, 
statement Q-750. The compilation covers 179 intercity carriers 
and 58 local or suburban carriers. 

The carriers reported total operating revenues of $444,- 
127,529 and expenses amounting to $283,473,793, leaving net 
operating revenue of $160,653,736 for the year 1943. Other in- 
come amounted to $6,847,284 and other deductions totaled $7,- 
345,375. For the year 1942, operating revenues totaled $331,- 
012,423 and expenses amounted to $222,868,979, resulting in net 
operating revenue of $108,143,444. Other income totaled $5,- 
828,659 and other deductions were $7,640,061 in 1942. Passenger 
revenues increased from $316,056,083 to $427,903,747, and spe- 
cial revenue decreased from $7,310,786 to $7,268,873. 

The intercity carriers reported net income of $142,152,505 
before income taxes, and $41,443,253 net income after income 


pg - the year 1943, as against $94,678,448 and $31,898,384 
in . 
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Trucker-Shipper Claim Meeting 


Shippers met with members of a special committee of the 
freight claim section of the American Trucking Associations, 
Inc., at the Stevens Hotel, Chicago, June 8, in an all-day dis- 
cussion of methods for improving claim inspection and settle- 
ment practices of common carrier truckers. G. A. FitzGerald, 
Chicago, vice-chairman of the committee, appointed as the re- 
sult of action by the association’s general freight claim com- 
mittee at Cincinnati, O., recently (see Traffic World May 13, 
p. 1312), presided. 


Shipper representatives included C. M. Smith, H. L. Green 
and Company, New York, and S. E. Kantowicz, Spiegel, Inc., 
Chicago, for the Chain Store Traffic League; I. W. Whitaker, 
traffic manager, Manitowoc, Wis., as chairman of the commit- 
tee on freight claims and claim prevention of the National 
Industrial Traffic League; Arthur D. Bibbs, Halle Brothers 
Company, Cleveland, O., and L. F. Mongeon, for the traffic 
group of the National Retail Dry Goods Association; William 
Noorlag, Jr., for the Chicago Association of Commerce, and a 
number of others. 


Although a number of the shippers’ representatives came 
to the meeting armed with what appeared to be stacks of 
documents intended to convince the members of the A. T. A. 
committee that truck claim practices badly needed reforming, 
little use was made of the material. The committee members 
seemed well aware of the existence of things that needed cor- 
rection and Carl Jackson, secretary of the A. T. A.’s freight 
claim section, outlined the steps that section had already taken 
to remove some of the more obvious abuses. Members of the 
general committee were ready to help and shippers were urged 
to take their complaints to committee members in their lo- 
cality. Names of the members of the committee would be fur- 
nished the shippers’ organization for circulation among their 
members, Mr. Jackson said. 


Among the shipper representatives present there seemed 
to be a sharp difference of opinion as to whether the meeting 
ought to take up particular abuses, or whether the -discussion 
ought to be confined to the broad question as to how the code 
of claim principles and practices adopted by the A. T. A. claim 
section could be made operative among truckers generally. It 
was pointed out that, of the nearly 5000 participants in the 
National Motor Freight Classification, less than 600 had agreed 
to apply the code. The dry goods traffic men, particularly, 
expressed the opinion that only through Commission action 
could general application of a reasonable code of principles and 
practices be brought about. Members of the committee, how- 
ever, insisted, first, that the Commission had no jurisdiction in 
the matter and, second, that much could be accomplished by 
persuading larger numbers of truckers to become participants 
in the existing code. They suggested that shipper organizations 
seek the help of their members in persuading truckers with 
whom they did business to become members of the A. T. A. 
claim section. 


Several of the shippers’ representatives, however, thought 
the meeting might well discuss and do something about specific 
causes for complaint. Mr. Smith, speaking as chairman of the 
retailers’ transportation committee, which he said represented 
eighteen organizations of retailers, presented a series of six 
things he said required immediate correction and Mr. Kan- 
towicz, on behalf of the Chain Store Traffic League, presented 
a similar list of seven items. These included unwarranted 
delay in settling claims and failure to acknowledge the receipt 
of claims by truckers; the need for a uniform policy among 
truckers in handling claims under released valuations; settling 
claims for bad order freight on delayed receipts; the need for 
a method for prompt settlement of interline claims; reasonable 
handling of claims for concealed loss and damage, and com- 
plaints about the failure on the part of truckers to make mer- 
chandise inspections when asked to do so. 

Members of the committee told about steps already ini- 
tiated to eliminate some of those causes for complaint. For 
instance, it was said that the committee had already deter- 
mined to recommend to truckers the use of a standardized card 
for acknowledging claims and the use of a system of claim 
numbers. Encouragement of the use of standard forms for the 
filing of loss and damage claims was also discussed. On that 
score, several of the members of the committee said that many 
claims were filed by shippers without supporting papers and 
their estimates of the proportion of claims filed on standard 
forms varied from 1 to 50 per cent. Mr. Mongeon admitted 
that many of the claims as originally filed by smaller stores 
belonging to his group were not complete as to supporting 
papers, but he insisted that the proper course for the trucker 
was to ask for the needed papers and not to ignore the claim. 
He said that, generally, such receivers filed claims with truck- 
ers much the same as they filed them with the railroads and 
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forwarders, but that the last two were much more prompt in 
handling and settlement. 

No specific action was taken at the meeting, but the general 
feeling after the long discussion was that some progress had 
been made. it was agreed that the two groups would meet 
again, probably within a few weeks, and that such meetings 
should continue, not only until the existing bad situation had 
been remedied, but perhaps that the group should become a 
continuing body. 

Shortly before the close of the meeting, the N. R. D. G. A. 
group and the retailers’ transportation committee presented a 
prepared statement to the meeting calling on the A. T. A. com- 
mittee to join in the request on the Commission for a general 
investigation into motor carrier claim practices. The A. T. A. 
committee took the matter under advisement. 

Speaking for the N. I. T. L. and the Chain Store Traffic 
League, Mr. Whitaker said those groups did not intend to join 
in the demand for a Commission investigation, at least not 
until the A. T. A. freight claim section had had further oppor- 
tunity to see what it could do in the matter. Mr. Whitaker 
said he thought the section ought to have at least ninety days 
for the effort. It was agreed that, in the meantime, Mr. Jack- 
son would consult with W. Y. Blanning, director of the Com- 
mission’s bureau of motor carriers, to see whether the bureau 
might send to all common carrier truckers an admonition to 
exercise more diligence and care in handling claims. The 
freight claim section, Mr. Jackson said, would prepare and mail 
to all participants in the National Motor Freight Classification, 
a summary of the highlights of the meeting together with 
its own admonition on the subject. 


‘Suspension of Truck Restrictions 


In its report to the President and Congress recommending 
suspension of restrictions on motor freight operations in cer- 
tificates and permits issued by the Commission, for the dura- 
tion of the war (see Traffic World, June 3), the Board of In- 
vestigation and Research said that, in proposing in addition 
that there be ‘permanent liberalization” of the restrictions, it 
recommended that Part II of the interstate commerce act be 
amended in order that: ° 


1. Special commodity restrictions shall be limited to carriers whose 
service is of such specialized nature as to be unsuited to the trans- 
portation of general commodities, but such restrictions shall not pre- 
vent the carrier from using its equipment for transportation of such 
commodities as are necessary to provide adequate and .economical 
loads, outbound and inbound. 

2. Route restrictions will require unnecessary circuitous movement 
over specified highways or through gateway points or unnecessary 
movement through congested areas shall be eliminated from all cer- 
tificates and permits. 

3. Authorizations which prevent common and contract carriers 
from rendering service to and from all points within their authorized 
territories and points through which their vehicles pass in serving 
presently authorized territories shall be abolished. 

4. Restrictions upon the type of service rendered shall be limited 
to those necessary to confine carriers to common or contract car- 
riage, except where rendition of both types is consistent with the pub- 
lic interest. 

1. C. C. Action 


The report says that the Commission’s emergency powers, 
which expire December 31, give it “adequate power to prevent 
wasteful transportation attributable to operating authority re- 
strictions.” Continuing, it said: 


In order to enable restricted carriers to serve war needs the Com- 
mission has issued thousands of temporary, authorizations, and the 
Office of Defense Transportation, striving to conserve equipment and 
relieve traffic congestion by promoting full loads, has encouraged 
truckers to lease their trucks to carriers having excess traffic in cases 
where the truckers’ restrictions or other conditions have prevented 
return loads. 

Analysis made by the board of available data on temporary au- 
thorities shown in the Commission’s annual reports reveals that of 
the 11,630 applications for temporary authority filed by motor car- 
riers from June 29, 1938, to October 31, 1943, 79 per cent were filed 
during the last 2 years of that period. This fact ‘‘strikingly demon- 
strates that restricted operating authority is not compatible with pro- 
vision of adequate truck service in a period of rapid shifts in produc- 
tion and traffic.’’ 


The report further asserts: 


That regulatory restrictions constitute barriers to flexible service 
may be inferred from the Commission’s action in granting 82 per cent 
of the applications acted upon in 1943. 


Cessation of Operations 


The Commission, according to the report, has used its 
emergency power to approve temporary cessation of trucking 
operations rather than to suspend regulatory restrictions upon 
carriers continuing to operate. More than 700 such authoriza- 
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tions were granted from March, 1942, through October, 1943. 
Other than the authorization of a short route through Canada 
between Buffalo and Detroit, the report continues, “the only 
use made of this power to obtain more economical operations 
has been the granting of permission to regular-route common 
carriers to use direct instead of circuitous specified routes (1) 
in the movement of empty trucks and (2) in the movement of 
loaded trucks when the specified route is less than 10 per cent 
longer than the shortest available route.” 

The report asserts that “though the Commission has per- 
mitted many carriers to meet emergency service needs, a rea- 
sonable conclusion is that it has not made extensive use of its 
war powers to remove restrictions which necessitate empty 
mileage and idle equipment.” The report adds that in making 
provision for necessary service adjustments the Commission’s 
policy has been to preserve pre-war regulatory arrangements. 

The report concludes: ‘It seems probable that neither the 
limited relaxation of regulatory restrictions by the Commission 
nor the leasing program of the O. D. T. has eliminated the 
greater part of the waste mileage occasioned by certificate and 
permit restrictions.” 

Continuing, in a summary of the report, the board said: 


In connection with a representative sample of 1,607 intercity 
freight carriers assembled by the board it was estimated on a basis 
of 1941 mileage that the sample carriers in that year operated from 
3,900,000 to 6,600,000 miles empty because of return-haul restrictions 
alone and that all intercity carriers operated from 39,000,000 to 
66,000,000 miles empty for that reason. The report shows that the 
route-mileage savings sought by requests from carriers for alternate 
routes included in all of the Commission’s printed-in-full decisions 
through 1942 and all digested decisions for an 18-month period totaled 
5,225 miles, which represents a small fraction of the uneconomical 
route mileage normally operated. 

Although, according to the report, the total waste mileage from 
operations over specified circuitous routes is unknown, the alternate- 
route cases revealed that considerable traffic necessarily moved cir- 
cuitously. 


Data on Restrictions 


The sample of carriers studied disclosed that most intercity motor- 
freight carriers in interstate commerce have been restricted with re- 
spect to the commodities they may haul—62 per cent of them to spe- 
cial rather than general commodities. Approximately 98 per cent of 
the general commodity carriers have been restricted by a list of ex- 
ceptions which usually included high-value articles, explosives, bulk 
commodities, household goods, commodities requiring special equip- 
ment, and commodities injurious to other lading. About 54 per cent 
of the common carriers, according to the report, have been restricted 
to special commodities, and, ‘‘as might be expected from the limited 
number of shippers served by contract carriers, nearly 96 per cent 
of this group has been limited to specified commodities.” 

The importance of the group of intercity truckers limited to spe- 
cial commodities is shown. In 1941, according to the report, these 
earriers earned 33 per cent of the operating revenue of interstate car- 
riers of this type, operated 41 per cent of the vehicle-miles, carried 
43 per cent of the tons moved, and owned or leased 44 per cent of 
the power units. 

Federal control of domestic water transport since 1940, according 
to the report, has resulted in similar but much less restrictive operat- 
ing conditions than in the motor-carrier field. 

The board, consisting of Chairman Robert E. Webb of Kentucky 
and C. E. Childe of Nebraska, conducted the study pursuant to pro- 
visions of the Transportation Act of 1940 calling for investigation of 
the relative economy and fitness of rail, motor, and water transport 
agencies. The study was directed by Dr. John H. Goff, Director of 
Research, and supervised and prepared by Dr. James C. Nelson, as- 
sistant director in charge of regulatory studies of the board. 


The board merely submitted a summary of its report to 
the President and Congress. It said the complete report would 
be filed later. The title of the report, it said, was ‘Federal 
Regulatory Restriction¢ upon Motor and Water Carriers.” 


Postwar Highway Plans 


Shortly after the bill had been introduced as a substitute 
for H. R. 4853 (see Traffic World, May 27, p. 1464), the House 
roads committee ordered reported H. R. 4915, its final araft of 
legislation to authorize expenditures totaling $1,640,250,000 for 
highway construction and improvement in the first three years 
after the war, including $140,250,000 for roads in or to national 
forests, parks and monuments. 

H. R. 4915, like H. R. 4853, was introduced by the roads 
committee chairman, Representative Robinson, of Utah. In a 
statement announcing the committee’s action on H. R. 4915, he 
said that of the amount authorized in the bill one billion dollars 
would be immediately available for “the blueprinting of pro- 
grams, acquiring lands and making ready for actual construc- 
tion.” He said the bill was expected to “chart the progress of 
highway construction in this country for the next quarter of a 
century.” 

“Apportionment of the funds to the states,” he said, “is on 
a new basis, with 50 per cent apportioned according to popula- 
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tion, and 25 per cent each according to area and post road 
mileage. In previous federal-aid legislation the three factors 
had equal weighting. 

“The change is designed to give additional emphasis to 
projects for eliminating congestion, delays and traffic hazards 
on highway serving populous areas. 

“In addition, a definite sum is earmarked for the first time 
for federal-aid roads within cities of over 10,000 population— 
$150,000,000 annually. Federal-aid highways, both in and out 
of cities, would receive $225,000,000 a year, and secondary roads 
in rural areas and in municipalities below 10,000 population, 
$125,000,000 a year (for the first three years after the war), 
All funds are to be apportioned to state highway departments 
for expenditures on projects approved by the Public Roads Ad- 
ministration.” 

Chairman Robinson said the bill would permit up to 60 
per cent federal financial participation in projects authorized 
for the first post-war year, but that thereafter “the traditional 
50-50 matching principle, federal and state,” would be rein- 
stated. He added that the bill provided for joint federal-state 
designation of a national system of interstate highways, not to 
exceed 40,000 miles in length and connecting the major popu- 
lation centers. Continuing, he said: 


Improved during the next two decades to the high design stand- 
ards recommended, the interstate system would carry one-fifth of all 
motor traffic in the nation, although comprising only one per cent of 
the total road .mileage. ... 

In cities, these facilities will provide the capacity and safety 
needed for the large volume of day-to-day business and special travel. 
They will attract heavy traffic away from residential streets and pro- 
vide a framework for the planning of urban development. 

The modernization of main rural trunklines, and vast improve- 
ment of the secondary roads serving farms, school busses and rural 


mail carriers, also is provided for in the $500,000,000 annual authoriza- 
a 


H. R. 4915 contained the same provision as H. R. 4853 
relative to elimination of railway-highway crossing hazards, 
placing the entire cost of such projects on the federal govern- 
ment, except that not more than half of the right-of-way and 
property damage costs paid from public funds on any such 
project might be paid from federal funds. 

Among other provisions of H. R. 4915, Chairman Robinson 
said, were: continued federal-aid to the state highway planning 
surveys begun in 1936; permission to use highway funds for 
the construction of flight strips alongside roadways, under Pub- 
lic Roads Administration approval; and instruction to the P. R. 
A. to reject traffic signals, signs and pavement-markings on 
roads receiving federal aid if such devices did not promote safe 
and efficient traffic movement. 


N. H. U. C. Statement 


In a statement concerning provisions of H. R. 4915, the 
National Highway Users Conference said the effect of the pro- 
visions authorizing expenditure of $1,500,000 in federal-aid 
highway funds, if the bill became law “within the next few 
months,” would be to make available by January 1, 1945, one 
billion dollars of federal funds for postwar highway construc- 
tion. 

“This would enable state highway departments to proceed 
with plans for specific projects and to lay before state legis- 
latures meeting next year plans for matching federal funds,” 
said the N. H. U. C. “No provision is made in the bill for date 
of apportionment or availability of the $500,000,000 for the 
third fiscal postwar year.” 


Truck Freight Loading 


Volume of freight transported by reporting motor carriers 
in April dropped 6.1 per cent from the corresponding month 
last year, marking the second consecutive year-to-year de- 
crease since September, 1940, according to the American Truck- 
ing Associations which made note that the decrease represented 
a widening of decline from an 0.3 per cent dip as between 
March of this year and the like month of 1943. 

The association, basing its report on data received from 
346 motor carriers in 47 states and the District of Columbia, 
also said the April tonnage was 7 per cent smaller than in 
March of this year. The carriers reported they handled an 
aggregate of 2,699,451 tons in April, compared with 2,900,790 
in March and 2,875,748 in April, 1943. 

“As a result of the decreased volume, the A. T. A. index 
figure, computed on the basis of the average monthly tonnage 
of the reporting carriers for 1938-40 as representing 100, slid 
down to 172.12 from a March level of 187.50,” said the A. T. A., 
adding: 


A portion of the decline may have been attributable to unusually 
sharp recession in New England tonnage. Volume of freight trans- 
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ported in the New England states slumped 15.8 per cent from March 
and 26.4 per cent from April, 1943. The region was beset with a num- 
per of trucking strikes during the month. 

Volume of traffic handled by carriers of general freight throughout 
the country in April fell 7.8 per cent from March and 8.2 per cent from- 
April of last year. Such carriers transported 81 per cent of the total 
tonnage. 

Transportation of petroleum products, accounting for about 10 
per cent of the total tonnage reported, showed a decrease of 4.1 per 
cent in comparison with March but scored a gain of 11.1 per cent 
over April, 1943. 

Carriers of iron and steel products hauled about 4 per cent of 
the total tonnage and their traffic volume was 0.2 per cent greater than 
in the preceding month but 7.1 per cent less than in the like month a 
year previous. 

About 4 per cent of the total tonnage consisted of miscellaneous 
commodities such as tobacco, silk, textile products, coke, bricks, 
building materials, cement and household goods. Carriers of such 
traffic experienced a tonnage decrease of 4.2 per cent from March and 
1.5 per cent from April, 1943. 

The April tonnage of carriers reporting from the Eastern District 
receded 7.2 per cent from March and 8.5 per cent from April, 1943. 

Carriers in the Southern Region turned in reports showing declines 
of 7.5 per cent from March and 7.8 per cent from April, 1943. 

Tonnage reported from the Western District was 6.2 per cent 
smaller than that for March, but only 0.4 per cent below April of last 
year. Of the five regions included in the Western District, only the 
Rocky Mountain Region registered a gain, its increase amounting to 
4.7 per cent over March and 11.2 per cent over April, 1943. The Rocky 
Mountain gain was accounted for mainly by increased shipments of 
petroleum products in that region. 


Jones on Rubber. Ete. 


In an address before the New York Financial Writers Asso- 
ciation June 2, Secretary of Commerce Jones said that the gov- 
ernment’s wartime investment in aircraft production facilities, 
synthetic rubber and magnesium was in excess of “90 per cent 
of the total.” 

Many of the synthetic rubber facilities could be used in 
competition with natural rubber, he said, but that disposition 
and operation of the plants should be switched to private indus- 
try on some basis fair both to the government and to industry. 
He continued: 


We have built this important industry, which is vital to our economy 
and national safety,. in little more than two years, at a cost of $750,- 
000,000. It is definitely a success. The investment was made necessary 
by the war, but it could be justified on economic grounds as insurance 
for all time against rubber monopolies even though we have no more 
wars. The technique in the production, manufacture, and use of syn- 
thetic rubber is constantly being perfected, and it now appears that 
synthetic rubber can compete in price, quality and use, with natural 
rubber. Some synthetic rubbers are superior to natural rubber for 
certain purposes. 


At the rate of our preserft production, we will manufacture in ex- 


cess of 800,000 tons of synthetic rubber this year, with a substantially 
larger capacity. 


The government’s synthetic rubber program, said he, had 
been carried through 95 per cent as scheduled, and that the 
large stockpile of natural rubber “which we started accumulat- 
ing in July, 1940,” together with the small amount obtained 
from unoccupied countries, had enabled us to fight the war, to 
furnish other countries with rubber, to supply necessary do- 
mestic requirements, and still have a supply on hand. 

As to high-octain gasoline for aviation, he said expansion 
of facilities for its manufacture was largely a war cost, and 
continued: 


These plants have been financed 75 per cent by government and 
z2 per cent by industry. The government, through Defense Supplies 
Corporation, contracts to buy the gasoline for a period of three years 
at a price that will include amortization at the rate of 10 per cent a 
year of the cost of the plant and equipment. These facilities will be 
greatly in excess of post war requirements, but as aviation expands, 
much of the capacity can be used. 


BUS-TRUCK ENGINE REPLACEMENT 


W. J. Cumming, chief of the maintenance section of the 
highway transport department, Office of Defense Transporta- 
tion, has advised bus and truck operators to anticipate their 
needs for replacement of worn-out engines and to place orders 
with their dealers several months ahead, so as to insure an 
adequate supply. He said some operators had been disappointed 
at not being able to obtain rebuilt exchange engine replace- 
ments on demand because dealers did not have an adequate 
supply on hand. 

“This situation can be remedied if operators realize the 
necessity for the dealers, the engine rebuilders and the parts 
manufacturers to plan ahead,” he said. “The existence of de- 
mands for specific makes and models of their units can only 
be proved by actual anticipatory orders placed by the vehicle 


1579 


owner. In this way the supply of essential replacement parts 
can be started flowing to the truck owners.” 


INTERCITY BUSSES 


“The service rendered by the intercity bus industry since 
Pearl Harbor is one of the outstanding achievements on the 
home front,” says N. W. Kendall, transportation unit, Bureau 
of Foreign and Domestic Commerce in the Commerce Depart- 
ment’s “Domestic Commerce.” 

In quantitative terms, says he, this service has doubled 
since 1941. The Department of Commerce index of intercity 
bus passenger-miles stood at 143 in 1941. By 1942 it had risen 
to 214 and in 1943 it reached the all-time peak of 284. 

“This was accomplished,” said Mr. Kendall, “despite con- 
tinuous shortages of tires, periodic shortages of gasoline, severe 
limitations on the available supply of equipment, and a grow- 
ing scarcity of adequately skilled labor. 

“Busses carry more than half of all passengers transported 
by intercity public carriers, including Pullman sleeping cars 
and commercial airlines which offer de luxe intercity service. 
. .. Most intercity bus travel is essential to the war.” 


INDUSTRIAL POWER TRUCKS 


Permission to produce a limited number of experimental 
models has been granted to industrial power truck manufac- 
turers, the War Production Board has announced. 

“This action, contained in limitation order L-112 as 
amended June 2,” it said, “was taken because of provisions in 
order L-112 which restricted the number of types of industrial 
power trucks that each individual producer might make. Man- 
ufacturers producing this type of equipment had not been able 
to take advantage of general provisions permitting production 
of experimental models which are contained in preference rat- 
ing order P-43, as amended March 6, 1944.” 

In announcing the action, W. P. B. officials expressed the 
hope that permission to manufacture experimental models 
would place industrial power truck manufacturers in a posi- 
tion to plan new or improved types of equipment. 

General Limitation Order L-112-a, governing industrial 
power truck models, approvéd for manufacture, has been 
amended to designate the approved model of truck which Yard- 
Man, Inc., Jackson, Mich., manufacturers of power trucks, may 
produce as D-Truck-Man, rather than C-Truck-Man. This 
change was made because the company changed the design of 
its product, and therefore had to obtain W. P. B. approval to 
manufacture the new type. The designation D-Truck-Man indi- 
cates that the company may manufacture the new model as 
an approved industrial power truck. 





G. M. C. TRUCK PRODUCTION 

Army ordnance officers joined officials of the truck and 
coach division of General Motors Corporation at Detroit re- 
cently in ceremonies observing the division’s completion of its 
350,000th “‘six-by-six” truck for the armed forces. The division 
has turned out nearly 400,000 military vehicles of various types, 
including the 2%-ton “six-by-sixes,” ‘“six-by-fours,” ‘“four-by- 
fours,” and amphibious “ducks.” I. B. Babcock, general man- 
ager of the division, said that modern fighting forces required 
about one truck for every ten soldiers and that the division 
alone had “built enough military vehicles to transport and sup- 
ply an army of close to 4,000,000 men.” Brig.-Gen. W. P. Boat- 
wright, commanding general, office of chief of ordnance, U. S. 
Army, Detroit, and other high-ranking army officers partici- 
pated in the ceremonies. 


ROCK ISLAND LINES RADIO 


The Rock Island Lines placed in operation at its Blue 
Island, Ill., switching yards, June 5, new radio installations pro- 
viding two-way communication between the yardmaster’s office 
and the switch engines that daily handle thousands of cars at 
the yards, the company’s largest in the Chicago area. The 
Federal Communications Commission May 30 issued a permit 
to the Rock Island to operate transmitting and receiving units 
for broadcasting and receiving in the 40-megacycle band. The 
units are equipped with loud speakers and telephone sets, and 
are installed immediately in front of engineers in cabs of diesel 
switch engines. The permit includes authority covering two-way 
radio communication between front and rear ends of trains, 
dispatcher and caboose or engine, and between brakemen and 
flagmen and trains. J. D. Farrington, chief executive officer, 
who took part in opening ceremonies, said that, as additional 
radio equipment became available, it would be placed in opera- 
tion over the entire railroad. Others who took part in cere- 
monies at the yards were W. H. Hillis, operating officer; E. A. 
Dahl, electronic engineer who installed the system, and C. O, 
Ellis, superintendent of telephone and telegraph. 
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Stanton Opposes “Flight Strips” 


Charles I. Stanton, administrator of civil aeronautics, in 
an address June 8 before the New York State Federation of 
Officials’ Planning Boards and the New York State Federation 
Conference of Mayors, meeting in Syracuse, N. Y., raised objec- 
tions to proposals for construction of so-called “flight strips,” 
saying that, in one sense, they presented a definite hazard to 
air safety and that he could not see who would benefit to any 
extent from a system of such runways, “unless it be the paving 
contractors.” 

He said he had been unable to find out exactly what a 
“flight strip” was; that some defined it as a heavily paved run- 
way about a mile long and 200 feet wide adjacent to a federal- 
aid highway wherever the adjoining land appeared accommo- 
dating, while others claimed it was merely a strip of turf 1,200 
or 1,500 feet long and 200 or 300 feet wide also adjacent to 
some main highway. He continued his discussion, in part, as 
follows: 


A good argument might have been made for flight strips 25 years 
ago, when airplanes and navigation methods were in a crude stage. 
At that time, we flew a course by following highways, or railroads. 
Our motor was likely to conk out at any time, and it would have been 
a great relief to know that we could come down alongside the high- 
way below and hitch a ride to town. 

But nowadays things are entirely different. Airplanes and engines 
are reliable. Airports are available at a great many of our cities or 
other places where people want to go. The landings are made because 
destination has been reached, time to refuel, to eat or to terminate 
the day’s trip or to get some sleep against an early start tomorrow. 
I am sure that these purposes can best be served by small airports 
having a planned relationship to the communities in the country and 
not by sending considerably less suitable owing its location to acci- 
dent of terrain or highway planning. ... 

Today we have a system of sky routes known as federal airways, 
to aid flyers, which criss-cross the nation with 35,000 miles of facili- 
ties including emergency landing fields. These routes generally fol- 
low the most direct paths between centers of population, with no 
regard for the meanderings of highways made necessary by topog- 
raphy. Since planes can travel these routes with little danger, we can 
and should locate our landing facilities where they will be most handy 
to the towns and cities without restricting ourselves to roadsides. 

In one sense, flight strips present a definite hazard to air safety. 
Except in special cases, such as a deep valley where the winds con- 
sistently blow up or down the valley, the winds at most places vary 
in direction at different times. As you probably know, safe landings 
and take-offs must be made into the wind, so that if a field is to be 
useable most of the time, it must have two or more runways. This 
is not possible with a flight strip, which would be a standing tempta- 
tion to the accidents through cross-wind landings. ... 


Mr. Stanton said he believed that “we can count on some 
300,000 planes within four years after the war ends, in contrast 
to 25,000 today.” Not more than one per cent of that prospective 
total, or 3,000, would be large airline aircraft; the remaining 
99 per cent would be relatively small planes used for private 
flying or local commercial operations, he said. He added that 
this meant that the greatest expansion in the nation’s airport 
system should be in the form of many smaller fields conven- 
iently located for the private and local commercial fliers. He 
observed that there were now nearly 3,000 airports in the coun- 
try, of which about 2,000 were suitable for use by non-airline 
aircraft only, and he predicted a need for a total of 6,000 air- 
ports by 1950, including about 4,600 of “the smaller type.” 


Air Certificate Applications 


Two companies seeking authority to transport household 
goods by air and several companies proposing air transport 
service within extensive “trade areas” of cities in the southwest 
are among new applicants for certificates at the Civil Aero- 
nautics Board. Many so-called “circle” routes are proposed in 
the new applications. The applications, the docket numbers as- 
signed to them, and the types of service proposed follow: 


No. 1419, Braniff Airways, Inc., Dallas, Tex.; amendment of cer- 
tificate for route 9 so as to include Tulsa, Okla., as intermediate point 
on an alternate route between the intermediate point Kansas City, Mo., 
and the terminal point Dallas. 

No. 1420, The Manhattan Storage & Warehouse Co., New York, 
N. Y.; non-scheduled transportation of household goods, uncrated, be- 
tween all points in Conn., N. Y., N. J., Pa., Mass. and R. I., on the 
one hand, and, on the other, all points in continental United States. 

No. 1421, National Air Transport Co., Detroit, Mich.; scheduled 
transportation of property only, over two circle routes out of Detroit, 
one extending to Toledo and Cleveland, O., and Buffalo, N. Y., the 
other serving Lansing, Grand Rapids and Muskegon, Mich., Milwau- 
kee, Wis., Minneapolis, Minn., Omaha, Neb., Moline and Chicago, II1., 
South Bend, Ind., and Kalamazoo, Mich. 

No. 1422, Piedmont Aviation, Inc., Winston-Salem, N. C.; sched- 
uled air transportation of persons, property and mail, in combination 
local and feeder passenger service, and mail, express and property 
service over five circle routes out of Winston-Salem, extending to 
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points in N. C., Va., Md., Tenn., D. C., and W. Va.; over routes be 
tween Winston-Salem, on the one hand, and, on the other, Cincinnati 
O., Atlanta, Ga., end Charleston, S. C., and over a route between Nor. 
folk, Va., and Atlanta. 

No. 1423, Braniff Airways, Inc.; scheduled transportation of per- 
sons, property and mail between Corpus Christi, Tex., and Laredo, 
Tex., via specified intermediate points, and between Laredo and 
Brownsville, Tex., via specified intermediate points. 

No. 1424, West Central Airlines, Inc., Houston, Tex.; schedule 
transportation of persons, property and mail over a series of routes 


extending from Laredo, Tex., to Bismarck, N. D., via Brady, Big | 


Spring and Amarillo, Tex., Garden City, Kan., North Platte, Neb., 
and Pierre, S. D., with service to specified intermediate points. 

No. 1425, Walters Air Lines, Inc., Long Island City, N. Y.; sched- 
uled transportation of persons, property and mail by helicopter be- 
tween New York City and North Adams, Mass., and between New York 
City and Canaan, Conn., via various intermediate points. 

No. 1426, V. A. C. Corporation, dba Fidelity Fireproof Warehouse, 
New York, N. Y.; non-scheduled transportation of household goods, 
uncrated, by conventional aircraft and helicopters, between the New 
York metropolitan area, on the one hand, and, on the other, all points 
in continental United States. 


No. 1427, Dayton & Western Ohio Airlines, Inc., Dayton, O.; trans- 


portation of persons, mail, baggage and light express over routes be- | 


tween Cincinnati and Columbus, O., between Dayton and Toledo, 0., 
and between Cincinnati, O., and Richmond, Ind. The applicant says its 
stock is owned by three companies now engaged in bus line operations: 
The Ohio Bus Line Co., of Cincinnati; King Brothers Co., and the 
Cincinnati & Lake Erie Transportation Co. 

No. 1428, Harold B. Green, Los Angeles, Calif.; scheduled trans- 
portation of persons, property and mail by helicopter between: (1) 
Los Angeles and San Ysidro, Calif.; (2) Gilman Hot Springs and Mur- 
rietta, Calif.; (3) Santa Catalina Island points; 
San Clemente, Calif.; (5) Los Angeles and San Diego, Calif. The appli- 
cant says he proposes formation of a corporation to be known as 
Southern California Helicopter Taxis, Inc. 

No. 1429, Community Air Service, Inc., Fort Worth, Tex.; sched- 
uled transportation of persons, ‘freight, express and baggage, and U. §. 
mail, over six circle routes, serving 48 counties in Texas, three routes 
originating and terminating in Forth Worth, two in San Antonio, and 
one in Houston. 


No. 1430, Oklahoma Airways, Inc., Oklahoma City, Okla.; scheduled 





(4) Los Angeles and | 


transportation of persons, property and mail over seven circle routes : 
out of Oklahoma City, serving ‘‘trade area’’ of that city, embracing 38 


counties in Oklahoma and three counties in Texas. 

No. 1431, ‘Texas Central Airways, Inc., Dallas, Tex.; scheduled 
transportation of persons, property and mail over ten circle routes 
serving Dallas-Fort Worth trade area, including 75 counties in Texas 
and five in Oklahoma. 

No. 1432, Great Plains Airways, Inc., Amarillo, Tex.; scheduled 
transportation of persons, property and mail over five circle routes 
serving Amarillo trade area, including 32 Texas counties, four counties 
in Oklahoma, one in Kansas and eight in New Mexico. 

No. 1433, Southwest Airlines, Roswell, N. M.; transportation of 
persons, property and mail over routes between Roswell, on the one 


hand, and, on the other, Phoenix, Ariz., Pecos, Lubbock and Amarillo, 
Tex., and Las Vegas, N. M. 


No. 1434, Lone Star Airways, Inc., San Antonio, Tex.; scheduled 
operations over four circle routes within San’ Antonio trade area, 
embracing 43 counties in Texas. 


AIRPORT WORK AT PHILADELPHIA 


The Civil Aeronautics Board has announced that President 
Roosevelt, on its recommendation, has made available $200; 
of federal funds for completion of Northeast Airport at Phila- 
delphia “as a means of providing air service to the city of 
Philadelphia.” 

The board pointed out that, on December 23, 1943, it had 
ordered suspension of commercial airline operation at the 
Philadelphia municipal airport because of “intensified military 
activities in the vicinity.” It said that, after a hearing held on 
May 15, it decided that resumption of airline operations at 
the Philadelphia municipal airport would entail a responsibil- 
ity in increasing the hazard to the city of Philadelphia that 
could not be justified if Northeast Airport could be made avail- 
able for such operations. It added that thereafter it had ad- 
vised the President that the restoration of air service to Phila- 
delphia was of sufficient importance to justify special treat- 
ment of the problem thus created by the use of federal funds 
to install the necessary facilities to permit air carriers to use 
the Northeast Airport. 


AIRPORT CONFERENCE 


Invitations to attend a Joint Airport Users’ Conference at 
the Hotel Statler in Washington, July 24 and 25 have been 
issued to more than fifty organizations and government agencies, 
says the National Aeronautic Association. 

The conference was authorized by the N.,A. A. board of 
directors to bring all interested groups into concert in planning 
large scale development of postwar landing facilities through- 
out the United States. 

Among those invited to send delegates to the conference 
are national organizations of the various components of the 
aviation and construction industries, groups representing the 
public interest in airport problems, agencies of the federal 
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government and associations of state, county and local gov- 
ernments. 

Outlining the purposes of the conference in the letter of 
invitation, William R. Enyart of New York City, president 
of N. A. A., declared: 


It is generally recognized that this country’s stake in the air de- 
pends to a very large extent upon an adequate understructure of land- 
ing facilities. It is also agreed that our present airport pattern must 
be improved and vastly. expanded if it is to meet postwar requirements. 

There has been no lack of proposals for airport development, many 
of them differing widely. Maximum expansion of landing facilities de- 
pends upon coordination of effort and general agreement upon such 
questions as the type, size and number of airfields needed and airport 
classification and nomenclature. The board of directors of N. A. A. has 
authorized the calling of the Joint Airport Users Conference with the 
expectation that it can result in such agreement. 


Latin-American Air Transport 


Air traffic, local and non-local, in and to Latin America 
increased from 20,544,000 ton-miles in 1940 to 61,919,000 ton- 
miles in 1943, equaling 29 per cent of the United States domestic 
traffic in the latter year, according to data made public by the 
American Republics Aviation Division of the Defense Supplies 
Corporation in an article in the June 3 issue of the Commerce 
Department’s Foreign Commerce Weekly. 

Passenger traffic represented 76 per cent of the total Latin 
American air traffic in 1943, cargo accounted for 18 per cent, 
and mail constituted only 6 per cent, the D. S. C. division said. 
On the U. S. domestic air carrier system, the 1943 traffic was 
made up of 76 per cent passengers, 7 per cent cargo, and 17 
per cent mail, it said. It observed that route-miles in Latin 
America were almost three times as great as in the United 
States, but that only half as many miles were flown in 1943, 
and that, accordingly, the average frequency of service was 
only about one-sixth as high as in the United States. The 
D. S. C. stated, also, that the total of ton-miles in Latin 
American air service in 1943 was “somewhat in excess of the 
estimated total traffic carried by all European air lines, includ- 
ing their overseas routes, to all parts of the world in 1938, the 
last pre-war year.” 

“Scores of airports and landing fields have been constructed 
in the Americas in recent months, despite many wartime ob- 
stacles,” said Norris M. Mumper, director of aviation, Office 
of the Coordinator of Inter-American Affairs, in another article 
in the June 3 issue of Foreign Commerce Weekly. 

He discussed airport projects in several Latin American 
countries, including Peru, Nicaragua, Brazil, Paraguay, Ecuador 
and Mexico, and added that at the end of 1944 there would be 
in the United States more than 3,000 civil airports, of which 
940 would be suitable for scheduled air carrier transport. 


AIRPORT TRAFFIC CONTROL BY C. A.A. 
Senator McKellar of Tennessee, has introduced, for Sen- 
ator McCarran, of Nevada, S. 1972, directing the administrator 
of civil aeronautics to continue in operation air-traffic-control 
towers at airports where such service was provided by the 
Civil Aeronautics Administration on May 20, 1944, “in order 


to insure the safety of aircraft operation in.and around such 
airports.” 


AERONAUTICAL CHAMBER ACTION 

The board of governors of the Aeronautical Chamber of 
Commerce has announced “a program of action designed to 
make the organization a fully effective agency serving the air- 
craft industry. To help effectuate this program, the executive 
committee of the board asked John C. Lee to come to Wash- 
ington for the organization period. Mr. Lee has resigned as 
general manager of the Aircraft War Production Council, Inc., 
and will be responsible for the general management of the 
Chamber, including all of its departments. While Mr. Lee will 
serve on a consulting basis, his duties and authority will be 
those of acting general manager.” 


YAKIMA, WASH., AIR SERVICE 
The Civil Aeronautics Board, on a finding that temporary 
Suspension of service by Northwest Airlines, Inc., previously 
ordered with respect to a part of route No. 3, is no longer re- 
quired in the public interest, has rescinded the original sus- 
pension order, issued May 26, 1942. 


AIR CARRIER EMPLOYE BENEFITS 
Representative O’Hara, of Minnesota, has introduced H. R. 
4961, to amend the civil aeronautics act of 1938 so as to pro- 
vide compensation for disability or death of air carrier em- 
ployes. The bill would make applicable, with respect to dis- 
ability or death of any employe or officer of an air carrier, the 
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provisions of the longshoremen’s and harbor workers’ compen- 
sation act. The Civil Aeronautics Board would be authorized, 
under terms of the bill, by regulation to prescribe “for em- 
ployes who are pilot or executives, or for any reasonable classi- 
fication thereof,’ maximum or minimum limits of compensa- 
tion, up to a maximum of $75 a week and now below $12 a 
week. 


AIRCRAFT PRODUCTION 


Charles E. Wilson, chairman of the Aircraft Production 
Board, has announced that 8,902 airplanes of all types, repre- 
senting a new record for a month’s output in terms of airframe 
weight—104,000,000 pounds—were produced in May. He said 
the production exceeded “over-all schedules” by 2 per cent. 


AIR TRANSPORT REGULATION 


Senator Gurney, of Iowa, has introduced S. 1977, to pro- 
vide for issuance of temporary certificates for air transporta- 
tion. The bill would authorize the Civil Aeronautics Board, in 
its discretion and without hearings or other proceedings, to 
grant temporary certificates for aircraft service so as to make 
available “service for which there is an immediate and urgent 
need to a point or points or within a territory having no air 
transportation meeting such need.” Each temporary certificate 
would be valid for not more than 180 days unless extended 
under the second war powers act, and would create no pre- 
sumption that a permanent certificate would be granted there- 
after. Transportation of mail under such a certificate would 
not be authorized unless there was ‘a reasonable prospect” 
that the compensation to the carrier would be less than the 
gross postal receipts to the government from air mail carried 
by the air carrier and originating at points served by it. 


AIRLINE TAXATION 


Representative Bulwinkle, of North Carolina, has intro- 
duced H. R. 4935, to- provide for a study of multiple taxation of 
air commerce. He said he had introduced the bill in view of the 
situation with respect to air carrier taxation that had arisen 
as a result of the decision of the Supreme Court of the United 
States in No. 33, Northwest Airlines, Inc., Petitioner vs. State 
of Minnesota (see Traffic World, May 20, p. 1391). 

The material part of the bill reads as follows: 


That the Civil Aeronautics Board shall consult with the appropriate 
authorities of the several states, territories, and possessions, and sub- 
divisions thereof, with a view to the development of means for elim. 
inating and avoiding, as far as practicable, multiple taxation of persons 
engaged in air commerce and their employes, by states, territories, 
and possessions, and subdivisions thereof, and other taxation by states, 
territories, and subdivisions thereof, which has the effect of unduly 
burdening or unduly impeding the development of air commerce. The 
board shall report to Congress, within one hundred and eighty days 
after the day on which this act is enacted, the results of its consulta- 
tions with such authorities together with such recommendations as it 
deems advisable, including recommendations for legislation by Con- 
gress if such legislation appears necessary or appropriate. 


JEFFERS ON SAFETY 

W. M. Jeffers, president, Union Pacific, Omaha, spoke on 
safety in industry at a safety rally sponsored by the Summit 
County, O., Safety Council at Akron, O., June 7. 

He said that the success of an industrial safety program 
depended directly on management, and that the keystone of 
safety was “the responsibility of the head of the institution 
which inaugurates such a program.” He said it was only when 
employes were “convinced that management at the top is con- 
cerned with this important problem in human relations that it 
becomes possible to secure the cooperation necessary for suc- 
cess in this vital economic question.” From the employer’s 
viewpoint, an employe accident resulted not only in man-hours 
of work lost, but frequently in loss of materials, and at times 
a “related loss in efficiency of associated employes,” said he. 

He said that, on the Union Pacific, safety work had always 
been considered of great importance, and that it received con- 
stant, sympathetic, and practical supervision. He pointed out 
that his company had led its group 16 out of the last 21 years 
in the National Safety Council’s railroad employes safety con- 
tests and, in addition, had won the Harriman safety medal nine 
times. That safety record benefited the company because, he 
said, it was a major contribution to the establishment of “the 
loyalty and the efficiency and the esprit de corps of its em- 
ployes” that had been the company’s greatest asset for many 
years. The safety record of the Union Pacific, and of other 
railroads, could be matched in other industries if the heads of 
those industries would give “the question personal attention— 
and I don’t mean perfunctory endorsement.” He added that 
proper safety measures would increase production and result in 
cooperation by employes with management. 
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Digest of New Complaints 





No. 29126, Sub. 3, Cudahy Packing Co., Chicago, Ill., vs. Alton Railroad 
et al. 

Rates on fresh meats and fresh meats salted, in straight and/or 
mixed carloads, from Kansas City, Kan., and South Omaha, Neb., 
to various points in eastern trunk-line and New England territories, 
in violation of section 6. Asks cease and desist order, and repara- 
tion of $50,000, with interest. (Frank J. Madden, 221 N. LaSalle St., 
Chicago, Ill.) 

No. 29144, Union Asphalts & Roadoils, Inc., Kansas City, Mo. vs. Mis- 
souri Pacific Railway Co. (Guy A. Thompson, Trustee), et al. 

Rates on petroleum asphalt and road oils, in tank carload lots, 
from Wichita, Kan., to Nichols, Mo., in violation of section 4. Asks 
reparation. (A. E. Bazan, 1808 Federal Reserve Bank Bldg., Kansas 
City, Mo.) 

No. 29145, Status of the Tulsa Union Depot Company. 

An investigation instituted by the Commission, division 1, on its 
own moton, for the purpose of determining whether Tulsa Union 
Depot Co. is a common carrier subject to part I of the interstate 
commerce act, or a lessor as defined in section 20 (8) thereof. The 
Tulsa Union Depot Co., the Atchison, Topeka & Santa Fe Railway 
Co., the Missouri-Kansas-Texas Railroad Co., and the St. Louis- 
San Francisco Railway Co., and J. M. Kurn and F. A. Thompson, 
trustees, were made respondents in the proceeding, which was 
assigned for hearing at Washington, D. C., June 29, before Ex- 
aminer Hosmer. 

No. 29146, Storage-in-transit of imported tea. 

An investigation instituted by the Commission, division 2, on its 
own motion, into the reasonableness and lawfulness otherwise of 
the storage-in-transit and repacking-in-transit arrangements and the 
rules, regulatios and practices affecting those matters, applicable 
to the transportation of imported tea moving through south Atlantic, 
Florida and Gulf of Mexico ports of entry to destinations in the 
United States as published in item 6 of supplement 8 to Agent 
R. H. Hoke’s tariff I. C. C. No. 885, and of imported tea moving 
through south Atlantic and south Florida ports to destinations in 
the United States as published in rule No. 165 of supplement No. 2 
to Agent Jos. Hattendorf’s tariff I. C. C. No. 75. The proceeding 
was assigned for hearing June 19, at the Jung Hotel, New Orleans, 
La., before Examiner G. Heard Mattingly. 

No. 29147, Kohler Co., Kohler, Wis. vs. Alton & Southern Railroad, et al. 

Rates on plumbers’ goods, cast iron or china or earthenware, 
carloads, from group D territory to Pacific Coast destinations, for 
the period of the two years last past, in violation of section 3. 
Asks cease and desist order, rates, and reparation. (Lyman C. 
Conger, and Sigmmund J. Hoehnke, Kohler, Wis.) 

No. 29148, American Laundry Machinery Co., Cincinnati, O. et el. vs. 
A, ©... & XZ, ot wi. 

Allege that increased rates, March 18, 1942, to May 15, 1942, as 
authorized in Ex Parte 148, were in violation of sections 1, 2, and 
3, and would continue to violate those sections if the increases were 
again permitted to become effective. Asks order requiring defend- 
ants to make permanent the present suspension of the increased 
rates, to continue in effect the present general level of rates, anu 
to make reparation. (L. V. Brandt, 1811 S. Prairie Ave., Chicago 
16, Ill.) 

No, 29149, Union Asphalt & Roadoils, Inc., Kansas City, Mo., vs. A. 
T. & S. F., et al. 

Rates on petroleum asphalt and road oils, in tank carload lots, 
in the statutory period, in violation of section 1. Asks cease and 
desist order, rates, and reparation of $100,000. (A. E. Bazan, 1808 
Federal Reserve Bank Bldg., Kansas City, Mo.) 

No, 29150, Albers Miliing Co., Seattle, Wash., vs. Alton Railroad Co., 
et al. 


Alleges that assessment of a local rate of 13 cents a 100 pounds 
assessed above the through transcontinental rate on soya beans, 
shipped from points of origin in Iowa and Illinois to complainant’s 
mill at Oakland, Calif., processed at Oakland, and the resulting 
soya bean meal shipped to complainant at Los Angeles, was in vio- 
lation of sections 1, 3, and 6. Asks cease and desist order, rates, 
and reparation of $3,811.58. (D. H. Marken, 111 W. Massachusetts 
St., Seattle, Wash.; C. S. Connolly, 453 W. Second St., Oconomo- 
woc, Wis.) 

No. 29151, Fort Smith Rim and Bow Co., Fort Smith, Ark., vs. St. 
Louis-San Francisco Railway Co., et al. 

Rates on vehicle bow parts (automobile body parts, wooden), 
shipped in 4 carloads from Fort Smith, Ark., to Henderson, N. C., 
between May 26, 1942, and January 16, 1943, in violation of sec- 
tions 1 and 6. Asks cease and desist order, rates, and reparation of 
$1,216.74. (Homer J. Conley, P. O. Box 838, Fort Smith, Ark.) 

No. 29152, California Cotton Oil Corporation, Vernon, Calif., vs. A. T. 
& S. F. et al. 

Rates on peanut hulls, shipped between November 2, 1943, and 
January 14, 1944, from Abilene and Dublin, Tex., and from Hugo 
and Bristow, Okla., to Los Angeles, Calif., in violation of section 1. 
Asks cease and desist order, rates, and reparation. (L. H. Stewart, 
354 S. Spring St., Los Angeles 13, Calif.) 

No. 29153, J. M. Kurn and Frank A. Thompson, trustees, St. Louis- 
San Francisco, vs M. P. Callaway, trustee, Central of Georgia. 

Alleges refusal of Central of Georgia to accept ordinary livestock 
at Birmingham, Ala., moving under the thirty-six hour release 
clause of the federal 28-36 hour live stock law, unless there is 
at least ten hours before the feed limit is up, since December 1, 
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1, 1942, in violation of sections 1, 3, 6, and 15. Asks cease anq 
desist order, rules for the future, and damages. (M. G. Roberts, 
906 Olive St., St. Louis, Mo.) 

No. 29154, M. Glosser & Sons, Pittsburgh, Pa. vs B. & O. et al. 

Rates on numerous carload shipments of scrap iron or scrap 
materials, in the statutory period, from stations on lines of de. 
fendants in Maryland, Pennsylvania, Virginia and West Virginia, to 
Johnstown, Pa., exceeding 70 per cent of the rates on manufactureq 
iron and steel articles prescribed by the Commission in Rate Struc. 
ture Investigation—Iron and Steel Articles, 155 I. C. C. 517, in 
violation of part I. Asks cease and desist order, rates, and repara- 
tion. (C. Peyton Collins, 206 Rauch Bldg., Pittsburgh, (5), Pa.) 

No. 29126, Sub. 2, Armour & Co., Chicago, Ill., vs. Alton Railroad et al, 

Rates on numerous shipments of fresh meats and fresh meats, 
salted, from January 1, 1942, to but not including December 31, 
1943, from Kansas City, Mo.-Kan., South St. Joseph, Mo., and South 
Omaha, Neb., to various destinations in eastern trunk line and New 
England territories in violation of section 6. Asks cease and desist 
order, and reparation of $50,000, with interest. (Paul E. Blanchard, 
4301 S. Racine Ave., Chicago 9, IIl.) 

MC C-400, Iron and Steel Articles, Canton, Ohio, to N. Y. Points. 

Investigation instituted by the Commission, division 2, on its own 
motion, into the reasonableness and lawfulness otherwise of rates 
for classes lower than fourth class applicable to the transportation, 
in interstate or foreign commerce, of iron and steel articles, from 
Canton, O., to 41 New York points named in an appendix to the 
order, maintained by A & A Truck Lines, Inc., Canton, O., in its 
tariff MF-I. C. C. No. 4. The matter was assigned for hearing with 
I. and &. M-2415, involving proposed increased rates on the same 
traffic from Canton to various points in Maryland, New York, and 
Pennsylvania, in the same A & A tariff. 

MC C-401, Karff-Eisemann Co., Philadelphia, Pa. vs. Edw. Conen Trans- 
portation Co., Brooklyn, N. Y. 

Rates on property erroneously described as either old mixed feath- 
ers, or ‘‘feather refuse,’’ or ‘‘old scrap feathers and rags’’ and “‘old 
cotton batting,’’ when such shipments were feather pillows or 
feather beds, old, worn out, in machine pressed bales, and felt, 
NOI, cotton felt for use as army uniform shoulder pads and not 
indexed in governing classification, moving between February 19, 
1942, to November 18, 1942, from Philadelphia, Pa., to New York, 
N. Y., in violation of section 217(b) and 216(d). Asks cease and de- 
sist order, rates. (Franklin B. Blocksom, 789 Drexel Bldg., Phila- 
delphia (6), Pa.) 

MC C-402, Anderson Motor Service Co. et al. vs 
dba Leahey Motor Service. 

Alleges that defendant discontinued all operations from St. Louis, 
Mo., across the Mississippi River to East St. Louis, Ill., thence over 
alternate U. S. 67 to Alton, Ill., serving the intermediate and off- 
route points of National City, Madison, Granite City, Wood River, 
E. Alton and Roxana, Ill., on or about November 2, 1943, and has 
not engaged in any operations as a motor carrier under the certifi- 
cate issued him since that date, and that such abandonment of 
service was within the control of William F. Leahey. Asks show 
cause order why the certificate should not be revoked. (B. W. 
LaTourette, 818 Olive St., St. Louis 1, Mo.) 


. William F. Leahey, 





BEETLE QUARANTINE RESTRICTIONS 


Shipments of fruits, vegetables, and cut flowers from the 
area heavily infested with the Japanese bettle will become 
subject to restrictions of the federal quarantine on June 12 
and June 26, says the U. S. Department of Agriculture in a 
statement continuing as follows: 


On those dates the period of heavy flight of the beetle begins in 
the different sections. The quarantine regulations are administered 
by the Bureau of Entomology and Plant Quarantine of the U. S. De 
partment of Agriculture. ey 

Beginning June 12 shippers will need to comply with certification 
requirements in moving fruits, vegetables and cut flowers from Tan- 
ners Creek District, Norfolk County, Va.; Kempsville District in 
Princess Anne County, Va.; from the Virginia counties of Accomac 
and Northampton; from the Maryland counties of Worcester, Somer- 
set, Wicomico, and Dorchester; and from Sussex County, Del. 

On June 26 such requirements become effective for the remainder vf 
the heavily infested area comprised of Delaware, the District of Co- 
lumbia, Arlington County, Va., and parts of Maryland, New Jersey, and 
Pennsylvania, as described in the quarantine regulations. 

The dates were established under administrative instructions of the 
Chief of the Bureau of Entomology and Plant Quarantine, based on 
seasonal observations, and will remain in effect until further notice. 
The quarantine requirements as to fruits, vegetables, and cut flowers 
apply only to interstate movement to points beyond the boundaries 
of the regulated areas from the smaller, heavily infested areas. They 
further apply only to unprocessed, fresh, cut flowers when moved in 
bulk direct from the field or greenhouse where grown or from a dis- 
tributor, and to fresh fruits and vegetables when shipped by refrig- 
erator car or motor truck only. 

Nursery stock and soil are subject to the certification requirements 
throughout the year when shipped interstate from any regulated area 
to points outside. 


WHITE HALF-TRAC ENGINES 

With brief ceremonies, the White Motor Company, Cleve- 
land, turned out its 50,000th super-power engine for use in 
“half-trac” trucks of the U. S. Army May 5. The engines have 
also been used in other types of vehicles. The company pro- 
duces scout cars, half-tracs, gun carriers, cargo trucks, prime 
movers and vehicle parts for the armed forces. It was the 
first truck manufacturer to receive the Army-Navy “E” Award. 
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Traffie Law and Procedure 


Forty-Fifth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Investigation 
and Suspension Procedure 


e The power conferred by the interstate commerce act on 
the Interstate Commerce Commission to suspend the 
effective dates of carriers’ tariffs and supplements pending 
hearings, investigation and decision respecting the lawfulness 
of newly established rates, classifications, regulations or prac- 
tices of carriers subject to the Interstate Commerce Act has 
been discussed in an earlier article." The purpose of suspension 
is to protect shippers and consignees and other carriers against 
unjust and unreasonable discrimination and undue prejudice 
or preference, or other violations of the Interstate Commerce 
Act. 

The interstate commerce act, as amended, provides that 
the Commission shall have the authority, either on complaint 
or on its own initiative without complaint, to institute a hear- 
ing concerning the lawfulness of the rate, fare, charge, classi- 
fication, regulation or practice. This power extends to include 
all new arrangements whether individual or joint and applies 
to tariffs published by agents as well as those published by 
individual carriers directly through their own officers or tariff 
publishing agents. The hearings may be entered into at once 
without answer or other formal pleading by the carrier or 
carriers concerned if the Commission so orders. 

The Commission may suspend the operation and use of the 
tariffs or supplements, and thereby postpone the use of the 
rates, fares, charges, classifications or practices published in 
the tariffs from time to time, by filing with the tariffs a writ- 
ten statement of its reasons for the suspension and by deliver- 
ing a copy of the statement to the carriers affected.’ 


The Suspension Period 


Tariffs may be suspended for a period of not longer than 
seven months beyond the dates on wnich they would otherwise 
have gone into effect. After full hearings have been held, the 
Commission may make such orders affecting the rates, fares, 
classifications, regulations, charges or practices as would be 
proper in proceedings instituted after they had gone into effect. 
This applies whether the Commission’s decisions and orders in 
the matter are made while the tariffs are still suspended or 
after they have gone into effect—the period of suspension of 
seven months having expired. 

In cases where the proceedings under Part I of the act 
have not been concluded and orders have not been made by 
the Commission within the period of suspension—that is, with- 
in seven months of the dates upon which the tariffs would have 
gone into effect—the proposed changes in the tariffs are per- 
mitted to go into effect at the end of the period of suspension. 
The Commission may, however, require by appropriate order 
that the carriers interested in the rates keep accurate records 


in detail of all revenues received by them as a result of the 
increases. 


The carriers’ records in such cases must indicate the 
revenues received and by whom and on whose behalf the 
monies are paid. The Commission, after the completion of the 
hearings on the suspension investigations and- after decisions 
have been reached, may require the carriers to refund the 
portions of the increased rates or charges found to be unrea- 
sonable. The refunds may be directed by appropriate orders 
of the Commission to be paid, with interest from the dates 
on which the collections were made, to those on whose behalf 
the payments were made.* 

The provisions of Part I of the act with respect to the 
special accounting referred to above are not contained in Parts 
II, III or IV.* As a matter of fact, this procedure has seldom, 
if ever, been used by the Commission under Part I. The burden 
of this accounting would be an intolerable hardship on the 
carriers. Partly for this reason and partly because of the 
cooperation between the carriers and the Commission in in- 
vestigation and suspension proceedings, the carriers whose 
tariffs or supplements are suspended by voluntary action pro- 
vide for the further postponement of the effective dates of the 





1 Article No. 30, Traffic Law and Procedure, Tariff Publication and 
Construction, Traffic World, Vol. LXXII, No. 20, November 13, 1943, 
pp. 1220-1223. 

* Interstate Commerce Act, Part I, Section 15 (7); Part II, Sections 
216 (g) and 218 (c); Part III, Section 307 (g) and (i); ana Part IV, 
Section 406 (e). 

% Interstate Commerce Act, Part I, Section 15 (7). 

*Ibid., Part I, Sections 216 (g) and 218 (c); Part III, Section 307 
‘§) and (i); and Part IV, Section 406 (e). 


tariffs or supplements until the matter is disposed of by the 
Commission. This is arranged by a notice of further postpone- 
ment in the tariff or supplement providing, in substance, that 
if the tariff or supplement is not cancelled on or before the 
effective date of the suspended schedules, the effective dates 
of the suspended schedules are further postponed to the dates 
on which the tariffs or supplements containing the notice of 
further suspension are cancelled in the manner prescribed by 
the Tariff Circular of the Commission.’ The rates, charges, 
rules or regulations continued in force by reason of the Com- 
mission’s order of suspension apply during the period of sus- 
pension and postponement unless otherwise authorized by spe- 
cial permission or order of the Commission. 


Burden of Proof in |. and S. Proceedings 


In all proceedings involving rates, fares or charges changed 
after the effective date of the Wheeler-Lea transportation act, 
1940, or increased after its passage, the burden of proof is on 
the carriers publishing the rates, fares or charges. The inter- 
ested carriers must assume the burden of proving that the 
increased rates, fares or charges under investigation and sus- 
pension are just and reasonable or that the proposed increased 
rates, fares or charges are just and reasonable. This is at 
variance with the usual practice at law that the burden of 
proof rests upon the complainants. The interested respondent 
carriers must justify not merely the increase in the rate, fare 
or charge, but the whole rate, fare or charge under attack. 

The Wheeler-Lea transportation act, 1940, amended the 
act to place the burden of proof on the carriers with respect 
to any changes in rates, fares or charges made after the 
effective date of the amendment. Prior to this, the act amended 
by the Mann-Elkins act of 1910, provided that the carriers 
assume the burden of proof in justifying any rates, fares or 
charges sought to be increased after June 18, 1910. Under 
the act as it now stands any proposed charge, whether an 
increase or decrease in rates, fares or charges, or other change, 
must be justified by the carriers proposing the changes, if the 
tariffs, schedules or supplements are suspended by order of 
the Commission. 

The Commission held, in Wickwire Steel Co., et al. vs. 
N. Y. C. and H. R. R. Co. et al., that it should consider, in 
deciding upon the reasonableness of rates, fares or charges, the 
following standards of reasonableness: 


1. The reasonableness of the rates, fares or charges, per se. 
2. The relative reasonableness of the rates, fares or charges. 


3. The preferential or prejudicial nature of the rates, fares or 
charges.® 


In other cases the Commission has held that it is not the 
method of increasing rates, the amount of an increase in rates, 
the character of the increased rate, the bases or mechanics upon 
which rates are constructed, but the amount of the resulting 
rate which determines the question of their reasonableness.’ 

The Commission held in Petroleum Coke in New England 
that the burden is on the respondent carriers to establish on 
transportation grounds that the proposed increased rates are 
justified.’ In Office Supplies from Gloucester to Chicago, it held 
that the respondent carriers had the burden of proof to justify 
reductions in rates or any other charge.’ 


Docket Preference to I. and S. Cases 


_The interstate commerce act requires that hearings and 
decisions on questions involving the investigation and suspen- 
sion of tariffs shall be given preference over all other matters 
pending before the Commission. The Commission is directed 
by the act to decide investigation and suspension cases as 


-— 





5 Supplement No. 61, Agent B. T. Jones Tariff No. 130-B, I. C. C. 
No. 3684, p. 3, Notice of Further Postponement, and I. C. C. Tariff 
Circular No. 20. 

6 Wickwire Steel Co. vs. N. Y. C. and H. R. R. Co. (27 I. C. C. 
168), 1913; and (30 I. C. C. 415), 1914; see also Grain Routed to Texas 
Ports (210 I. C. C. 184), 1935; and Fresh Meats from Iowa and Minne- 
sota to the East (227 I. C. C. 765), 1938. 

7 Louisville F. B. Works vs. Director General, et al. (85 I. C. C. 
457), 1923; Butter, Eggs, Dairy Products and Poultry from S. W. (96 
I. C. C. 19), 1925; and Combination Rule on Brick and Relatea Articles 
in W. T. L. Territory (115 I. C. C. 293), 1926. 

8 (196 I. C. C. 383), 1933. 

® (245 I. C. C. 699), 1941; see also All-Freight from Eastern Points 
to the South (245 I. C. C. 207), 1941. 
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speedily as possible. This, obviously, is to prevent such’ cases 
from being held to their proper turns on the Commission’s 
docket which would result in delaying decisions in many I. 
and S. cases beyond the statutory period of suspension of 
seven months. 


Parties in I. and S. Proceedings 


The carriers designated in investigation and suspension 
proceedings are known in practice before the Interstate Com- 
merce Commission as respondents.” 

Those who oppose the tariff schedules under suspension 
in I. and S. proceedings are known as protestants, under the 
Commission’s General Rules of Practice.” 


Protests or Petitions Seeking Suspension 


Matters involving the investigation and suspension of tariffs 
containing new rates, charges or regulations comes within the 
purview of division 2 of the Interstate Commerce Commission. 
This division must pass on all tariff schedules which are filed 
by the carriers or their agents on less than the statutory period 
of thirty days notice. This period of notice is to afford those 
affected an opportunity to protest against changes in the rates, 
fares or regulations and to request the Commission to suspend 
the tariffs or portions of them. 

Petitions for the suspension of tariffs or schedules con- 
taining rates, fares or charges are made directly to the Com- 
mission. The petitions are examined and transmitted to the 
carriers who thus receive opportunity of justifying the rates, 
fares or charges, prima facie, or of withdrawing them volun- 
tarily. If the tariff or schedules are not prima facie justified 
by the publishing carriers, in the opinion of the Commission, 
the tariffs or portions of them containing the protested rates, 
fares or regulations are suspended. 

Petitions seeking the suspension of carriers’ publications 
containing regulations to which objections are expressed may be 
made by telegram or letter addressed to the Commission. The 
petitions or applications must ordinarily be made by letter 
or by telegram at least ten days before the effective dates of 
the tariffs or supplements as shown on the title pages of the 
publications. 

No definite form in which petitions for suspension must be 
made is provided by the Commission’s General Rules of Prac- 
tice. Seven copies of the written petitions must be sent to the 
Commission and a copy must be served on each of the carriers 
publishing the tariffs and on all persons known by protestants 
to be interested. Protests by telegram in less than the time 
limits prescribed may be made in emergencies which must be 
satisfactorily shown by the petitioners. Copies of the telegrams 
seeking suspension must be addressed to the Commission and 
to the carriers or freight forwarders or their agents publishing 
the tariffs. 


If the petitions are made by telegram, the messages must 
be confirmed by petitions in writing. The telegrams must state 
briefly the grounds for suspension which are set forth in greater 
detail in the written applications which follow. 


The petitions for the suspension of tariffs must show: 


1. The tariffs or supplements affected identifying them by their 
I. C. C. numbers. 


2. The specific items of the tariffs or supplements against which 
the protests are made. 


3. Statements of the grounds upon which the protests are made and 
applications for suspension rest. 


It should be borne in mind that tariffs or supplements may 
be suspended by the Commission if the rates, fares or charges 
violate in any way the provisions of the interstate commerce 
act. The grounds for suspension must therefore be allegations 
of violations of this act or of orders or rules of the Commission 
made under the authority vested in the Commission by the 
interstate commerce act. 

The protests must, therefore, state the reasons relied on 
to support the allegations that the tariffs, schedules, supple- 
ments or their specific provisions are considered by the 
protestants to be unlawful and should state what the protestants 
offer by way of substitution for the publications or their pro- 
visions on which suspension is requested.” 

Replies of the respondent carriers or freight forwarders 
to the petitions asking suspension must be filed promptly with 
the Commission and served on the protestants.“ 


Suspension Orders 


The serving of the orders of the Commission instituting 
an investigation by the Commission on the respondents opens 





10 Interstate Commerce Act, Part I, Section 15 (7). 
17, C, C. General Rules of Practice, Rule 5 (c). 

122 Tbid., Rule 42 (a), (b), and (c). 

%TIbid., Rule 42 (a). 

“4 Tbid., Rule 42 (d). 
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the investigation. If a respondent fails to comply with any 
requirement specified in the Commission’s orders, he is deemed 
to be in default and to have waived any further hearing. The 
investigation may be decided by the Commission thereafter 
without further proceedings.” 


If division 2 of the Commission exercises its discretionary 
power to suspend the tariffs, schedules or supplements under 
protest, it issues appropriate suspension orders which are served 
on the carriers or agents publishing the issues. The tariffs, 
schedules or supplements containing the rates, fares, charges, 
rules, regulations or other matter protested are thereupon sus- 
pended. Arrangements are made for the investigations into 
the legality of the rates, fares, charges, classifications, regula- 
tions or practices, which are placed on a special docket of the 
Commission—the investigation and suspension docket—or, as 
it is commonly known, the I. and S. docket. These proceedings, 
as has already been stated, receive precedence over all other 
complaint proceedings.” Meanwhile, the tariffs are suspended 
from going into effect, but not for longer periods than the 
maximum period of seven months, unless the carriers or freight 
forwarders voluntarily postpone the issues pending the out- 
come of the investigation. 


Hearings in |. and S. Proceedings 


Hearings in I. and S. cases are conducted in much the 
same manner as regular formal cases before the Commission 
except that the burden of proof is on the respondents and the 
respondents open and close the cases.” 


The cases are expedited as much as possible and the ex- 
aminers or other officers of the Commission before whom the 
proceedings are heard are not required to draft tentative re- 
ports to the Commission. The parties are not served with 
copies of the attorney-examiners’ proposed reports and per- 
mitted to file exceptions to the proposed reports as they may 
do in ordinary formal cases in which proposed orders are 
issued. 

Documentary Evidence 


If, in the course of the proceedings, any matter contained 
in a tariff, schedule or supplement on file with the Commis- 
sion is offered in evidence, it is not necessary to produce the 
document or have it marked for identification. The matter 
offered in evidence must be “specified with particularity” so 
that it may readily be identified. Such matter may be re- 
ceived in evidence subject to check or verification by reference 
to the official original tariffs, schedules or supplements which 
are on file with the Commission. The Commission will take 
official or judicial notice of the documents without offer or 
production of the portions of the tariffs, schedules or supple- 
ments which are the subject matter of investigation and sus- 
pension actions.* 


Briefs in |. and S. Cases 


Briefs are permitted to be filed by the opposing parties in 
I. and S. proceedings. They are based upon the testimony 
presented at the hearings. As with all other so-called “no- 
report cases,” briefs are filed in the same order as the presen- 
tation of the testimony at the hearings, that is, the briefs of 
the respondents first, followed by the briefs of the applicants. 
The presiding examiner, officer or Commissioner hearing the 
case fixes the time for the filing of the briefs in I. and S. 
cases at the conclusion of the hearings. 


Unless good cause is shown for the departure from the 
established order the briefs must be filed in the following 
order and within the following periods of time unless _the 
officer of the Commission fixes the same time for the filing 
and serving of the briefs of all parties: 


1. The respondents’ opening briefs within thirty days from the 
close of testimony. 

2. The applicants’ briefs within fifteen days after the dates set for 
the filing of the respondents’ briefs. 


Reply briefs are not permitted to be filed in I. and S. cases 
and the Commission’s rules provide that briefs may be filed 
by respondents and applicants only when the filing of briefs 
is warranted by the size of the record of the testimony taken 
at the hearings or by the importance of the principles in- 
volved. 

The briefs of intervenors in I. and S. cases must be filed 
and served upon the parties to the proceedings within the 
periods of time fixed for the filing of the briefs of the parties 
in whose behalf the interventions are made,—except as other- 





% Ibid., Rule 43. 

16 Interstate Commerce Act, Part I, Section 15 (7). 
17T, C. C. General Rules of Practice, Rule 74. 

48 Ibid., Rule 81 (b). 
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wise fixed by the Commissioner, examiner or other officer be- 
fore whom the hearings are held.” 


Oral Argument 


Requests for oral argument before the presiding Commis- 
sioner, examiner, or officer who presides at the hearings may 
be made either by the applicants or by the respondents in 


\I. and S. cases either before or at the hearings. The officer 
|may arrange to hear the arguments at the close of the hear- 


ings within such time limits as the officer may direct. The 
transcripts of the oral argument are bound with the tran- 
scripts of the testimony. These arguments are available to 
the Commission for consideration in deciding the cases. The 
fact that oral argument is had at the conclusion of the hear- 
ings does not preclude the parties from seeking or obtaining 
oral argument before the Commission or before Division 2.” 


Orders of the Commission in |. and S. Proceedings 


If, in the opinion of the Commission, the respondent car- 
riers have sustained the burden of justifying the rates, fares, 
charges, classifications, regulations or practices, by introducing 
testimony on the record to sustain the burden of proof, the 
suspended tariffs or supplements are permitted to go into full 
force and effect. If on the other hand, the Commission finds 
the matters under suspension not to have been supported by 


_adequate proof, the tariff or supplements containing the sus- 


pended rates, fares, charges, classifications, regulations or prac- 
a a permanently cancelled and the use of them becomes 
illegal. 

_ Appropriate reports and orders are issued by the Com- 
mission disposing of the cases. 

_Requests for oral argument before the Commission or one 
of its divisions must be made in investigation and suspension 
cases, aS in other types of no-report cases, either at the hear- 
ings or by letter. The requests by letter must be received 
by the Commission within ten days after the conclusion of the 
hearings. Only one original of letters of request for oral argu- 
ment need be filed with the Commission and copies of the 


| Tequests are not required to be served upon other parties to 


the proceedings.” 


_The Commission has discretionary power to grant or deny 
petitions for oral argument. If the request is granted, the 
Commission serves notice on the parties and in the notice 
sets the place and date for oral argument. Any party to the 
proceeding who wishes to participate in the oral argument 
must request the Commission for an allotment of time. These 
requests are made by letter which must be received by the 
Commission at least ten days before the date set for hearing 
the oral argument. Only the parties to the proceedings who 
request assignments of time in the manner here outlined are 
permitted to participate in the oral arguments. The original 
letter requesting an allotment of time is all that is required 


to be filed with the Commission. The other parties are not 
required to be notified.” 


The Suspension Board of the Commission 


Subordinate to Division 2 of the Commission is a group 
of three employees of the Bureau of Traffic of the Commission 
known as _the Suspension Board, to whom the Commission, 
through Division 2, delegates the work of considering protests 
and applications for the suspension of tariffs and schedules and 
their supplements. This board receives the applications of the 
protestants and the replies of the respondent carriers which 
have been addressed to the Commission. After consideration 
of the facts and the law the Suspension Board submits memo- 
randa containing its recommendations to Division 2 for further 
consideration and action. 

_ These memoranda cover the following pertinent consider- 
ations for the information and assistance of Division 2: 


Ai. An identifiying description of the rates, fares, charges, classifi- 

cations, regulations or practices against which the protests are made. 

2. A statement of the grounds upon which the carriers rely to 

justify the reasonableness of the provisions of the tariffs under protest. 

A recommendation, either that the tariffs, schedules or supple- 

ments should be allowed to go into effect upon scheduled effective dates, 
or that they should be suspended pending hearing. 


In many cases the Suspension Board is able to conserve 
the time and energy of the members of Division 2 by explain- 
ing the provisions of tariffs or supplements to the protestants 
who, in some cases, have misinterpreted the schedules and are 
willing to withdraw the protests after the explanations have 
removed their objections to the provisions of the tariffs, sched- 
ules, or supplements. 


1° Tbid., Rule 93. 

*© Tbid., Rule 88. 

1 Tbid., Rules 98 (a) and 22 (b). 
= Tbid., Rule 98 (b). 
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Division 2 of the Commission is at present composed of 
Commissioners Aitchison, Splawn and Aldredge. 

The Suspension Board is at present composed of Messrs. 
Hammer, Topping, Hosley and Bartoo. 


Suspension Requests Dispositions 


Each year the Commission is called on to handle hundreds 
of protests against proposed rate adjustments. In the period 
of twelve months ending October 31, 1943, suspension and in- 
vestigation was requested in 777 cases, more than two each 
working day of the year. The number of rates involved in 
these cases aggregated many thousands. An analysis of the 
petitions for suspension of tariffs or schedules indicates the 
following distribution: 


TORE TU TORCH OT IOS. ainia no ose onic 0 cc sct oc cose cs c0 snes eon veie ser 416 
TROGMCCIONE TR: TATER CF CHRATBOB. . oo... 5 co scccccscccccesocesccncscesecs 292 
pe rr eer ieee eee ee 63 
IWEXEMOE ITICHORSES WOE TEGUCTIONG .«.......o. 5.0.0.5 60.00 sien cc ss ee ce cccess cess 6 

ES 50,556 Rak aah @ War pba api RnE ooo bhps and tebsdonnesgs hens ssesaer 777 


In acting upon these petitions for suspension, the follow- 
ing actions were taken: 


Suspensions, including supplemental orders..............seseeeeeees 316 
WERE TO DIS nok boca 55 Bk. bin koe 10 5 bop 009 5\6 016d 00.00.50 5 ue sidiniesie bs 295 
Rejection of tariffs or schedules, requests for suspension withdrawn, 
or protested tariffs or schedules withdrawn..............+eeeeeee. 166 
I i os cis sc. bA di ERR W RE AS REO S AES aad he wae RE TeKam TT7 


Considering only the 316 tariffs or schedules which were 
suspended, 134 cases were disposed of through informal pro- 
ceedings and 65 cases suspended in the preceding twelve 
months were disposed of in the same way. 

Contrary to a popular impression, that rate reductions 
are seldom the subject of suspension petitions, 131 proposed 
adjustments providing for reductions in rates or charges were 
requested in the period to be suspended and investigated. An 
analysis of these protests and petitions involving reductions 
indicates that they fall into the following categories: 


1. Protests of motor carriers’ rate adjustments by railroads......... 87 

2. Protests of freight forwarders’ rate adjustments by motor carriers 15 

3. Protests of railroads’ rate adjustments by motor carriers......... 14 

4. Protests of freight forwarders’ rate adjustments by other freight 
EE OTN OR Ee IE SS PRES EP EON LT EEE Tee te 

5. Protests of water carriers’ rate adjustments by railroads......... 3 

6. Protests of railroads’ rate adjustments by water carriers......... 2 


Again, for clarity, it should be emphasized that these 
figures represent the number of tariffs or schedules requested 
to be suspended and not the number of rate adjustments in- 
volved which totaled many times the number of tariffs or 
schedules or their supplements.” 


23 These data are compiled from the figures reported by the Bureau 
of Traffic, I. C. C., in the Fifty-Seventh Annual Report of the Interstate 
Commerce Commission, 1943, p. 123. 


USED PAPERBOARD CONTAINERS 


Two modifications of the second-hand paperboard shipping 
container regulation have been announced by the Office of 
Price Administration. 

Both changes, effective June 6, are designed to make avail- 
able more used containers for shippers who are being handi- 
capped by the shortage in new containers. Ceiling prices are 
not altered by the modifications. The changes are: 


1. Users of wastepaper as a raw material in a manufacturing 
process are permitted to purchase second-hand paperboard shipping 
containers at the ceiling prices for these containers provided they are 
used as shipping containers and not as a raw material for fabrication 
into another product. When they are bought for use in making another 
product, all used or second-hand paperboard shipping containers are 
classified as wastepaper and cannot be bought at prices in excess of 
the wastepaper ceilings. 

The regulation previously had provided that all sales of used or 
second-hand paperboard shipping containers to any person using 
wastepaper as a raw material in a manufacturing process must be 
considered as sales of wastepaper, and must be at or below wastepaper 
ceiling prices. It has been found that certain integrated manufacturers 
of folding boxes customarily purchase second-hand containers for 
shipping their products, and that they should be enabled to continue 
such purchases at second-hand container prices. The modification will 
permit this. 

2. Where it has been customary to purchase second-hand con- 
tainers in a ‘‘set-up’’ condition and reuse them as containers without 
having them ‘‘knocked down’’ at any stage, purchases may be made 
at the ceilings for second-hand containers. Previously, to qualify for 
these ceilings, all second-hand containers had to be knocked down 
flat. This requirement now will apply only in cases where containers 
have been customarily handled in this manner before reuse. 

(Amendment No. 1 to Maximum Price Regulation No. 529—Second- 
hand Paperboard Shipping Containers—effective June 6, 1944). 
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Practices of 8. F. Bay Terminals 


By a report on further hearing in No. 555, Practices, Etc., 
of San Francisco Bay Area Terminals, the Maritime Com- 
mission has modified the findings in its prior report, 2 U. S. 
M. C. 588, so as to permit the respondents to establish on or 
before June 15, a substitute basis of rates and regulations 
concerning free time, wharf demurrage and storage. It found 
that the proposed basis would yield more revenue than the 
minimum rates it had prescribed. 

The commission pointed out that its original order in the 
proceeding, issued September 11, 1941, requiring establishment 
of rates and regulations prescribed therein, had been contested 
by two of the respondents (the City of Oakland and the State 
of California) and that the commission’s order had been sus- 
tained by the Supreme Court of the United States in its decision 
handed down January 3, 1944, in California and Oakland vs. 
U. S., 320 U. S. 577 (see Traffic World, Jan. 8, p. 79). The 
commission said it had reopened the proceeding on petition of 
Oakland for modification of the order to permit the respond- 
ents to establish a substitute basis of rates and regulations, as 
set forth in proposed tariff schedules attached to the pétition 
(see Traffic World, Feb. 26, p. 552). 

The substitute basis of rates and regulations, the commis- 
sion said, was evolved by the principal respondents in collab- 
oration with other members of the California Association of 
Port Authorities, “under U. S. M. C. agreement No. 7345, the 
object of which is to achieve uniformity of rates and practices 
at California ports so far as practicable.” It added that the 
association formula was originated, and was based on condi- 
tions existing, before the present emergency, and that it rep- 
resented “a practical compromise of the many conflicting and 
divergent interests among respondents, none of whom consid- 
ered the prescribed basis entirely acceptable.” The commis- 
— see no shippers registered opposition against the pro- 
posals. 

According to the report, the association’s formula provides 
a daily wharf demurrage rate for individual items, unless and 
until cargo is declared for monthly storage, and a minimum of 
five days’ wharf demurrage accrues at the daily rate (4 cents 
in the case of “merchandise, N. O. S.’’) on cargo remaining for 
less than five days in excess of free time. 

“Period storage is also provided at a monthly rate instead 
of for 15-day periods as prescribed,” the commission said, “and 
a receiving and delivery charge, in lieu of the prescribed han- 
dling charge, is to be assessed with the first month’s storage. 
In general, the association rates are higher than the prescribed 
rates for the first two or three days after free time, and as 
to most commodities after the twenty-eighth day. The proposed 
daily rates are about double the present daily rates. Monthly 
storage rates approximate the present cost of 30 days’ storage 
at the existing daily rates. Generally, the proposed receiving 
and delivery charge is double the proposed monthly storage 
rate. The daily basis produces lower charges during the first 
60 days; thereafter the monthly basis is lower... . 


“The outstanding differences between the proposed and 
prescribed bases are the higher charges proposed for the first 
two or three days, and the gradual upward grade of the asso- 
ciation scale, which would eliminate the sharp decrease due to 
inclusion of the prescribed handling charge on the sixth day. 
The high daily rate proposed for the first five days or part 
thereof is designed as a penalty to cause prompt removal of 
small lots, which are not intended to be stored. Shippers who 
intend to store are provided with a monthly rate which... 
is more economical than the daily rate after the sixtieth 
day... . In some circumstances the shipper is uncertain whether 
he will have to store, and if so, for how long. Ordinarily, such 
storage would be for a relatively short period. Respondents 
regard the assessment, under the circumstances, of a handling 
charge after the sixth day as an undue penalty, and have 
thus proposed daily rates at a more equitable demurrage 
a 

The respondents demonstrated, said the commission, that 
the association rates, where less than those prescribed in the 
prior report, would cover all fixed charges for storage and 
handling. It said that the proposed rates as a whole would 
yield more revenue at East Bay terminals than the prescribed 
basis, “inasmuch as past experience at those terminals is 
that the major portion of the cargo is removed during periods 
when the association rates would be materially higher than 
the prescribed rates (including a provision for a penalty charge 
of 5 cents a ton a day on cargo remaining beyond the free 
time period and not declared for storage). Except at San 
Francisco, the commission added, evidence indicated that the 
association basis would yield from 50 to 60 per cent more 
revenue than the existing rates. 

Although the proposed basis would produce considerably 
less revenue at San Francisco than the commission-prescribed 
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TRAFFIC WORLD 
part of 
basis, the commission said, the Board of State Harbor Com,’ full jur 
missioners for San Francisco Harbor submitted a cost stud 
showing that the association rates on 14 commodities takin Cc 
“merchandise, N. O. S.” rates would be compensatory, yield ¥ 
ing revenue exceeding cost by 7 to 118 per cent. Whi 


The commission approved modification of provisions of th ogee 
original order as to free-time periods, after the following diss created 
cussion: 









In the original report, free-time periods found to be reasonab 
for cargo in the various trades were as follows: Five days for coastwi 


seven days for intercoastal outbound and foreign inbound and outboun¢ 
and ten days for transshipment, both inbound and outbound. Respon¢ 
ents propose to grant 10 days for intercoastal, foreign, and offshonr 
outbound, which is the present basis applying at San Francisco, an Ex ( 
to establish a rule providing that where a long and short free-timd Pp 
period is provided for cargo transshipped, the longer of the two pe- 
riods will be granted, but not the aggregate thereof. Respondents tes-],: 
tified that the proposed ten-day period was necessary, not only for 

the assembling of cargo, but was requisite also from a competitive 
standpoint, inasmuch as Los Angeles grants similar free-time periods, 


The commission observed that the rates prescribed in its 
original report had been based on “the Edwards-Differding 
formula.” It concluded its report on further hearing with the 
following: 


— 
i=) 
var | 
© 
gg 
~ 


We do not reject the Edwards-Differding formula, which we think and at 
is fundamentally sound. However, if respondents can agree upon q Panded 
workable substitute, free from discrimination, which will yield as Tr 
much revenue as the prescribed minima, there is no reason why such prising 
basis should not be established. The order of September 11, 1941, will trade | 
be modified accordingly. Inasmuch as the proposed basis is to sup- jnteres 
plant rates prescribed as minima, the order as modified will not ef-| chief ( 
fect existing rates which are higher than the proposed rates. It ti 
should not be construed as requiring the establishment of rates by any | mee om 
respondent for handling or period storage where those services are} . TI 
not offered or performed by such respondent. The order is also with-| tions | 


out prejudice to establishment of reasonable and proper rates.on addi-) manuf: 
tional commodities and for other demurrage services. but th 
import 

Augus 

W. S. A. RATE, ORDERS W. P. 


Rates and a surcharge on Balsa lumber from ports on the In 
east coast of Central America to U. S. Atlantic and Gulf ports 


have been prescribed by the War Shipping Administration by abl 
its rate order No. 264. drugs 
The W. S. A. has issued, also, its rate order No. 265, pre-| ration: 
scribing a rate and surcharge on fluorspar in bulk from port b 
St. Lawrence, Newfoundland, to Philadelphia, Pa. license 
By its rate order No. 266, the W. S. A. has prescribed] can re 
rates and surcharges on barytes, in bags, from ports in the] 158 
Bay of Fundy, Nova Scotia, to U. S. Atlantic ports. ot 
 anemeainetiiad sides 168, Gc 

eye e s export 
Filing of Tariffs with M. C. speed 
The Maritime Commission has ordered discontinuance of epic 
the proceeding in No. 628, Rates, Charges, and Practices of een 
American Fruit & Steamship Co., Inc., in accord with its find- prefer 


ings in a report in that case that the respondent had not know- E 
ingly and willfully violated the rules and regulations as to lens 
filing of schedules showing rates and charges by common cal- a 4 
riers by water in foreign commerce, prescribed in Section 19 PT 
Investigation, 1935, 1 U. S. S. B. B. 470, and that the respond- ut 
ent should not have invoked against it the penalty provisions Re es 
of section 806(d) of the merchant marine act, 1936. | oth 
The commission said the proceeding was instituted by it]; vied 
on information it had received in communications from the a a 
Cuban maritime commission (Comision Maritima Cubana), act: r 
ing on behalf of various consignees. It said the respondent was lati 
a Florida corporation engaged in the transportation of property| “*"0" 
between Tampa, Fla., and ports in Cuba. .. 
It stated that the Cuban commission complained that, on Its O1 
nine shipments of glassware transported by the respondent in alloca 
December, 1942, and January, 1943, from Tampa to Havana,} ¢xpor 
the respondent had not absorbed wharfage and _ handling} order 
charges at Havana, and that the Cuban commission contended] Minis 
those charges should have been absorbed under item 220 of the} 
tariff covering the shipments. According to the report, the re- Si 
spondent claimed that under an exception note in that item it/**- 
was under no obligation to absorb the charges in question. The : 
Maritime Commission said that whatever construction might Ries 
be placed on the item in question, the most that could be said Dau 
against respondent was that it failed unwittingly to follow the sition 
correct interpretation. atin 
The commission noted that the tariff containing item 220 eed 
had not been filed with it on behalf of the respondent untilf 
more than 30 days after two of the shipments moved, but saidg<s¢ 
this appeared to have been due to “a misunderstanding on th 
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part of respondent that the War Shipping Administration had 
r Com, full jurisdiction in respect to its rates.” 


st stud M. C. Tariff Jurisdiction 
; pee Continuing, the commission said: 


} While such justification is accepted, it is pointed out, for the 

| penefit of respondent and others that our regulatory jurisdiction is 
S of thd the same now as it was before th2 War Shipping Administration was 
‘Ing dis4\created and that in no respect have the activities of the latter af- 
fected the tariff-filling requirements of this commission. Moreover, 
common carriers by water in foreign commerce are under the obliga- 
tion of informing themselves of the rules and regulations prescribed 
in Section 19 Investigation, 1935, supra, and they should understand 
that they are expected to comply therewith without being notified 
ndividually of their requirements. 







\Export and Import Control 


Leo T. Crowley, head of the Foreign Economic Administra- 
tion, after a conference of F. E. A. officials with members of 
a new F. E. A. export advisory committee, in Washington, said 
the meeting demonstrated that the war had made American! 
industry ‘more foreign-market conscious than ever before.” 

“T am persuaded,” he said, “that so long as the Foreign 
Economic Administration and the private trade can sit down 
around the same table and work out their problems in an at- 
mosphere of mutual confidence and respect, we can meet the 
‘foreign economic requirements of our country’s war program 
we think 2nd_at the same time lay the foundations for a greatly ex- 
e upon qa panded foreign trade after the war.” 

yield as The F. E. A. said the export advisory committee, com- 
why such prising 18 members, included leading members of the export 
1941, will trade and representative executives of U. S. basic industries 
S to sup- interested in foreign markets. It said that Mason Mangum, 
n — ef chief of the F. E. A. trade relations staff, presided at the 
og - any | meeting. 

~vices are} The War Production Board has announced that applica- 
also with-|tions for licenses permitting import from Mexico of twines 
;,on addi-/) manufactured from Palma fibers will no longer be considered, 
but that, where proper justification is submitted, outstanding 
import licenses for Mexican Palma twine will be extended to 
August 1. Such licenses had been issued pursuant to the 
W. P. B.’s conservation order M-63, it said. 


In its current export bulletin No. 167, the requirements 
and supply branch, Bureau of Supplies, Foreign Economic Ad- 
ministration, has designated various pharmaceutical chemicals, 
drugs, pharmaceuticals, medicinals and other proprietary prepa- 
rations to be added to the list in paragraph IV of current ex- 
port bulletin No. 158, as to which the “BLT” (blanket) export 
license procedure with respect to exportation to other Ameri- 
can republics, outlined in current export bulletins Nos. 153 and 
158, applies. 

The F. E. A. also has issued its current export bulletin No. 
168, dealing with the following subjects: (1) Comprehensive 
export schedule No. 14 includes new processing code index to 
speed up the handling of all applications; (2) submission of 
applications for licenses to export to selected destinations; (3) 
interpretations of the War Production Board concerning the 
retention of export licenses (release certificates) on which 
preference ratings and allotments have been affixed by the 
F. E. A.; (4) changes in general licenses—freon, livestock, 
grains and preparations; (5) procedure for sending gift parcels 
to prisoners of war and interned civilians. 

The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 169 containing information concerning 
the exportation of new medium and heavy trucks in 1944, and 
other export information including announcement of discon- 
tinuance of the use of the return card form BEW 349 for iron 
and steel products. 

The Treasury Department has announced issuance of regu- 
lations extending import controls to art objects. 


_ The War Production Board has announced amendment of 
its Order M-300, which “provides a central framework for the 
allocation of chemicals and allied products,” to establish a new 
export procedure. What has been done coordinates the revised 
order with the export procedure of the Foreign Economic Ad- 
ministration, it says. 
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Representative Mruk, of New York, has placed in the 
Congressional Record a statement by the Niagara Frontier 
Industrial Traffic League, of Buffalo, N. Y., setting forth oppo- 
sition by that organization to the St. Lawrence seaway and 
item 220§POWer project, on the grounds, among others, that there are 
Jent until ilready ample water transportation facilities between the Great 
, but saidg+2kes and salt water, that the proposed seaway would not at- 
ng on th 
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tract any greater quantity of traffic from the Niagara frontier 
area than has heretofore moved through the existing canals, 
and that “the advantages plus over-all cost are more than off- 
set by the damage and over-all loss.” Signers of the statement 
were E. A. Momberger, J. B. Edwards and W. B. Faulkner, 
constituting a “special St. Lawrence committee’ of the league. 


Niagara Traffic League Statement 


The Niagara Frontier Industrial Traffic League has issued 
a statement declaring its opposition to Senate bill, S. 1385, 
for construction of the St. Lawrence seaway. The statement 
was prepared by a special committee composed of E. A. Mom- 
berger, Buffalo Chamber of Commerce; J. B. Edwards, Eastern 
Grain Elevator Corporation, and W. B. Faulkner, Donner- 
Hanna Coke Corporation, all of Buffalo, N. Y. 

The statement says the league is composed of traffic man- 
agers representing about 130 companies, many of which have 
water-front locations “in the Niagara frontier” and are vitally 
interested in the proposed seaway. It says there already are 
ample water transportation facilities between the Great Lakes 
and salt water, adding that “the statement credited to the 
author of this bill to the effect that the Great Lakes are now 
landlocked, comes as a shock to our members.” It says that 
the proposed seaway would not attract any greater quantity of 
traffic than has previously moved to or from the area; that 
it would offer little value to industries represented by the 
league and in many cases “would prove exceedingly harmful;” 
that great amounts of traffic in the war period had been 
handled in the nation without serious difficulty, and that con- 
struction of the seaway would provide new transportation 
facilities in the face of an excess of existing facilities. It says 
that “the loss of revenue to the existing carriers resulting from 
loss of tonnage would be offset by increased rates on the re- 
maining non-competitive traffic.” ; 

It estimates that the total cost of the project to the nation, 
if amortized over a 50-year period, would amount to $600,000,- 
000. It adds that the “very existence of the Great Lakes, the 
present St. Lawrence canals, the New York State Barge Canal, 
and the Mississippi Waterway already provides communities 
on and adjacent to the Great Lakes with cheaper transporta- 


. tion facilities than are available to areas not so fortunately 


situated and the completion of the seaway would widen this 
disparity. ” 


Rivers and Harbors Bill 


In a minority report, covering 13 printed pages, on H. R. 
3961, the rivers and harbors bill, Senator Robertson, of Wyom- 
ing, a “freshman” member of the Senate commerce committee, 
expressed sharp disagreement with the recommendations made 
by his colleagues in the majority report for enactment of the 
bill (see Traffic World, June 3). 

He said the majority of the committee was asking the 
Senate “to blindly authorize the expenditure of a sum of five 
hundred million dollars plus, largely to put a subsidized method 
of water-borne transportation in competition with the great 
railroad system of the nation—a system which has done, and is 
doing an excellent job both of management and labor, and which 
next to our men and women in the fighting services, has prob- 
ably been the greatest single contributing factor to the position 
we hold on the battle fronts of the world today.” 

Senator Robertson said he held no brief for the railroads, 
but that he did hold a brief for ‘‘the taxpayers of the country.” 

“A vast system of federally constructed waterways, based 
on a channel 9 feet deep and some 300 feet wide, has been 
built with federal funds and is maintained by annual federal 
appropriations,” he said. “In the central and northern areas 
these inland waterway systems are not subject to year around 
use, and consequently the areas they serve are forced to rely 
on other means of transportation during two, three, four or 
five months of the year—depending on the location. No men- 
tion of this great handicap is made in the bill. 

“The result is that year-around transportation companies 
have to hold additional equipment in readiness for the short- 
period use of their systems. 


Question of “Benefits” 


“Various navigation projects calling for construction of 
new, or of enlarging existing channels are approved by the 
committee on a basis of so-called benefits which are the rates 
charged for transporting freight on the subsidized inland wa- 
terways as compared with the rate charged for transportation 
on existing systems. In arriving at the rate-based benefit, 
which, in general, is that of estimated water-borne transporta- 
tion rates, as compared with existing railroad rates between the 
same points, but a fundamental and basic consideration in the 
water-borne transportation rate is omitted. 

“Comparison is made between railroad rates and estimated 
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rates on water-borne traffic. Railroad rates are based on the 
cost of construction and maintenance of railroad bed and track- 
age and the operation thereon of power units and freight cars 
hauling freight on this railroad trackage, and the paying of 
vast sums in taxes and the supporting of hundreds of thousands 
of men and women receiving a good living wage and operating 
under regulated conditions. These factors go to the making of 
the rate of the railroads which, with their dependability and 
speed of movement of freight, have been not only invaluable 
but an absolute necessity to our great war effort. 


“In arriving at the transportation rates of water-borne 
traffic, no consideration is given to the hundreds of millions of 
dollars expended by the federal government to construct these 
waterways and no consideration is given to the millions of 
dollars of annual maintenance cost paid by the federal govern- 
ment. The only item taken into consideration in arriving at 
the estimated freight rates of water-borne traffic is the cost, 


maintenance, and operation of a towboat and a string of 
barges.” 


Fair Rate Comparisons Asked 


Senator Robertson said he was not opposed to inland wa- 
terway transportation but that he insisted on a fair and equita- 
ble comparison of rates. He said he understood that no charges 
were imposed on owners of towboats and barges for construc- 
tion and maintenance of “these very expensive federally owned 
navigation channels” and that the government got no return 
on its investment, nor were arrangements made for the eventual 
refunding of the debt created. 


He assailed the Beaver-Mahoning waterway proposal, say- 
ing the project in the bill called for construction of a dead-end 
channel from the Ohio River to a point 35 miles north of 
Struthers, O., in the Youngstown area and that the main object 
was to provide a channel “apparently to enable the large steel 
companies in the Youngstown area to obtain their coal supply 
by water transportation, in contrast to the present method of 
unloading coal barges at a point on the Ohio into rail freight 
cars and then hauling by railroad the 35 miles north to Youngs- 
town.” He said the estimated federal cost was $38,500,000, the 
annual maintenance cost, $630,000, and the local contribution, 
$30,000,000. He said he was reliably informed that the cost of 
a new double-track railroad from a loading point on the Ohio 
to Youngstown would be between 15 and 20 million dollars, 
with an annual maintenance cost of not over $130,000. If the 
railroads were permitted to operate their equipment over such 
a federally-built and maintained railroad without any charge, 
“as in the case of the waterway,” he said, the “per-ton freight 
rate” would be considerably less than that estimated for the 
water-borne transportation system, ‘with positive, dependable 
operation all the year round.” He added that he was not advo- 
cating construction of a federally owned railroad, but was 
merely using the suggestion as a comparison “to illustrate the 
inequality of the basis of calculation for freight rates as be- 
tween the two systems.” 


“Comprehensive Plan” Proposed 


He said that the inland waterways could be made an im- 
portant and valuable adjunct in the nation’s transportation sys- 
tem, but that to make that possible the army engineers must 
put forward “a comprehensive plan to cover all these subsidized 
inland waterways.” He proposed that no waterway construc- 
tion be authorized until the army engineers had prepared a 
“complete and comprehensive plan of the entire waterways of 
the United States existing and projected” and had submitted a 
copy of such plan to every member of Congress. 


“In view of the multiple-use nature of the water of the 
country to be used in certain of the projects in this bill,’ he 
said, “it is suggested to the Senate that a great comprehensive 
survey of all water supplies, existing and potention, be made 
by a joint body, consisting of reclamation engineers, army en- 
gineers, and representatives of the Geological Survey.” 

He wondered why there was “this frantic hurry” to pass 
the bill, since it was not known when the war would end, what 
conditions would exist at that time, where the money would 
come from, or whether “we will step right into another war.” 
He said the bill was primarily a navigation bill and that any 
matters concerned with domestic uses, irrigation, and reclama- 
tion, mining, industrial power development and flood control 
had no place in the bill. He objected to the exclusion from the 
bill of an amendment offered by Senator O’Mahoney, of Wy- 
oming, which, he said, had as one of its purposes a constructive 
solution to “the major conflict between navigation and the 
beneficial consumptive use of water precipitated by extensive 
and ultimate plans contained in H. R. 3961 for the development 
of the water resources of rivers arising west of the ninety- 
seventh meridian. 
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War Bonus Rates for Seamen 


Spokesmen for the Sailors’ Union of the Pacific and the j 
Seamen’s International Union, in a hearing June 6 before the y 
Maritime War Emergency Board on questions as to its continu. | 7 4 
ance, its authority and its jurisdiction (see Traffic World, June ||. 

3, p. 1516), challenged the authority of the board, saying that 4 
the White House document by which it was established was | 
not an executive order. One of the west coast maritime union | 
representatives expressed opposition to continuance of the 
present board. 

Joseph Curran, representing the National Maritime Union, 
told the board that his union wanted the board to continue. 
W. G. Mullins, appearing for Frank J. Taylor, president of the 
Merchant Marine Institute, Inc., took the position that the 
President’s action establishing the Maritime War Emergency, 
Board was an executive order and that, therefore, the groups) 
represented at the hearing had no power to decide for or 
against continuance of the board or to change the board’s juris- 
diction. Chairman Edward Macauley stated, on behalf of the 
board, however, that it regarded the White House document 
in question not as an executive order, but as an order from the 
President appointing the board on the request of the repre- 
sentatives of the maritime industry and the labor organizations 
involved. Placed in the record of the hearing was a letter from 
War Shipping Administrator Land, containing the statements 
that the War Shipping Administration had followed and recog- 
nized all the decisions and rulings issued by the M. W. E. B. 
and had no doubts as to the legality of the board’s actions. 

Appearing in opposition to the exercise by the board of |# 
authority over seamen’s wages and war bonuses were Harry | 
Lundeberg, representing the Sailors’ Union of the Pacific, and 
Joseph A. Padway, counsel for that union and the Seamen's 
International Union. They objected to the board’s action in 
reducing war bonus payments in ‘‘safer areas” (see Traffic 
World, April 1, p. 954). 














MERCHANT MARINE AND “DRAFT” 


National Headquarters of Selective Service, in a statement 
issued by it June 7.as to its policy toward registrants in the 
U. S. merchant marine, said it had been advised that a short- 
age of licensed personnel and certificated seamen continued to 
exist and that it had advised local Selective Service boards that 
registrants who were in the merchant marine or were training || 
for it should continue to receive “serious consideration” for |, 
occupational deferment. 

“Service in the merchant marine, considering its impor- 
tance to the war effort and the hazards involved,’ it said, “is 
so closely allied to the service in the armed forces that men } 
found by the local board to be actively engaged at sea may ] 
well be considered as engaged in active defense of the country. 
Such service may properly; be considered as tantamount to 
military service.” ’ 





BARGE WORKERS’ PAID LEAVE 


The National War Labor Board has directed an increase 
“in paid leave for about 700 Mississippi River barge workers 
to compensate for the long hours in the industry.” In a state- 
ment the board said: 


The board directed that the men, who work on continuous sched- 
ules throughout the year, be granted 105 days of paid leave with the 
provision that if they are required to work on leave days they are to 
receive double time for hours worked. 

The unlicensed personnel had received about 72 days of leave while 
the licensed personnel had received about 84 days of leave. The board 
equalized the number of days to be received by both groups. 

The following companies operate the lines affected by the order: 
American Barge Lines, Federal Barge Lines, Campbell Transportation 
Company, Mississippi Valley Barge Lines, and the Union Barge Lines. 

The National Maritime Union, C. I. O.; the National Marine Engi- 
neers Beneficial Association, C. I. O.; and the National Organization of 
Masters, Mates, and Pilots, A. F. L., are the bargaining agents for the 
men on the various lines. 

The W. L. B. War Shipping Panel had recommended that the leave 
days be increased to 122 days on all the lines except the Union Barge 
Line. A separate panel recommended no increase in leave for this line. 

Labor members of the board dissented from the effective date of the 
new leave schedule, which the board set at June 2, 1944. They stated 
that they concurred with the Shipping Panel recommendation of 122 
days for the four lines, retroactive to June 1, 1943. 


T¢ 


MERCHANT SHIP PRODUCTION 


“The nation’s merchant shipyards continue to maintain 
their production pace,” officials of the Maritime Commission 
said in announcing that 155 vessels of 1,537,915 deadweight 
tons delivered in May boosted the year’s total to 719 ships with 
a combined deadweight tonnage of 7,247,557. 

“The total for the first five months of 1944 betters the 


record of 712 ships of 7,143,548 tons delivered in the same pe- 0N 
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YES, MA’AM!E tre scene is a 


post-war diner. The time? We hope it’s 
tomorrow. And there you are, taking that 
delightful trip you planned for “after 
the war!” 


At ROCK ISLAND, the post-war pattern is 
laid. Breath-taking beauty will grace the 
interiors of a greatly enlarged and finer 
fleet of Rockets. Travel costs will be low... 
schedules stepped up. Luxury travel will 


be “standard” on the railroads tomorrow. 


It's a dream, yes. But dreams like this 
made America great. A forward-looking 
organization, which offers today’s amaz- 
ing Rockets as proof that dreams can be 
worth while, predicts standards of travel 
higher than the world has ever known. 


ROCK ISLAND will always go on and on, 
giving you the newest, the finest in 
transportation. 


=| TOMORROW . . Sucu Finer Transportation 
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riod in 1943 by more than 100,000 deadweight tons,” said the 
commission. 

More Victory ships joined the merchant fleet, with 16 de- 
livered in May, six more than were produced the preceding 
month. Curtailment in the Liberty ship program was evident 
in a drop from 79 delivered in April to 67 delivered in May. 
At the same time, delivery of long-range tankers jumped from 
17 to 21, and the Maritime yards built 23 special type vessels 
for the armed services, eight more than in April. Other ships 
delivered in May were: 14 standard C-type cargo, eight coastal 
cargo, one concrete cargo, four concrete barges, and one sea- 
going tug. 


SHIPBUILDING PROFIT RECAPTURE 


An excess profit recapture agreement had been effected 
with the Newport News Shipbuilding and Dry Dock Co., New- 
port News, Va., on 12 contracts completed in 1939, 1940, and 
1941, the Maritime Commission announced June 6. The con- 
tracts covered the construction of the cabin liner America, now 
the transport West Point, four C-2 type cargo ships, and seven 
combination passenger and cargo ships for the American Presi- 
dent Lines. 

The Newport News Shipbuilding and Dry Dock Co. had 
earned a total gross profit of $10,296,136.88 under the terms of 
the contracts, but it was agreed that $5,092,480.32 of this was 
profit in excess of 10 per cent on the final contract price of 
$52,379,048.87, the commission reported. Under the provisions 
of section 505(b) of the merchant marine act of 1936, as 
amended, this excess profit has been returned to the commis- 
sion. 


GREAT LAKES’ TRAFFIC 

A record-breaking total movement of iron ore, coal and 
grain on the Great Lakes thus far this season was reported 
June 8 by the Office of Defense Transportation. 

Ore movements from the opening of Great Lakes naviga- 
tion up to May 22, 1944, totaled 13,297,099 tons, as compared 
with a total of 8,965,090 tons up to the same date in 1943, an 
increase of 4,332,009 tons. 

The coal movement on the Great Lakes up to May 22 
totaled 11,209,499 tons as compared with 8,412,894 tons up to 
the same date in 1943, an increase of 2,796,605 tons. 

Grain shipments on the Great Lakes up to May 20 totaled 
72,686,777 bushels, as compared with a total of 38,154,945 bush- 
els up to June 1 last year. , 

O. D. T. officials pointed out that the large increases over 
last year’s movements were due principally to earlier opening 
of navigation and more favorable operating conditions on the 
Lakes this year. The opening of the season last year was the 
latest in many years, due to prolonged ice conditions in the 
spring. 


PAYMENT TO OLSEN SHIPPING CO. 


The House has passed, with an amendment, H. R. 2825, 
directing the Secretary of the Treasury to pay to Sigfried Olsen, 
dba Sigfried Olsen Shipping Co., his heirs or assigns, the sum 
of $48,562.35 “as just compensation for actual cash losses neces- 
sarily incurred by him in the operation of two vessels to South 
America and return in the fall of 1941 in compliance with spe- 
cific directions of the United States Maritime Commission, car- 
rying in the interest of national defense cargoes specified and 
at rates designated by the commission, outbound and return.” 
The bill was amended by the insertion of a proviso that not 
more than 10 per cent of the amount appropriated be paid to 
any agent or attorney on account of services rendered in con- 
nection with the considered claim. 


DEPOSIT OF VESSEL PROCEEDS 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 4968, a bill to amend 
section 511(c) of the merchant marine act, 1936, as amended, 
relative to deposit of vessel proceeds received from the United 
States in certain cases. 


RESTORATION OF TORPEDOED TANKER 

A complete new bow section, replacing that blown off by 
an Axis torpedo two years ago, has enabled the tanker Esso 
Nashville to make repeated successful voyages delivering war 
supplies for the invasions, to the British Isles and the Mediter- 
ranean, according to a War Shipping Administration report. 
The W. S. A. quoted statements by the ship’s captain that. de- 
spite buffeting of some of the worst weather he had encoun- 
tered in 32 years at sea, the welding and riveting throughout 
the vessel was ,“‘as sound as a dollar” and that it was “difficult 
to believe a recommissioned ship could be as sound as this one.” 








Personal Notes 


Harry J. Nelson, 68, who retired January 1, 1939, as assis. 
tant freight traffic manager for the Central Railroad of New 
Jersey, died at his home at Elizabeth, N. J., June 2. 

August Bontoux, founder and president of the Internationa] 
Forwarding Company, died at Chicago May 20. 

John McKay, 56, executive vice-president, Douglas Ship 
side Storage Corporation, New Orleans, and general manage} 
of the New Orleans Board of Port Commissioners from 1930 t¢ 
1940, died recently. | 

George E. Schnitzer has been appointed assistant vice! 
president, and J. R. Mills, freight traffic manager, both at 
Kansas City, Mo., for the Kansas City Southern-Louisiana and 
Arkansas. 

W. D. Faucette has been appointed executive representa- 
tive for the Seaboard Air Line Railway. W. D. Simpson has 
been appointed chief engineer, in charge of the newly consoli- 
dated engineering and maintenance of way departments. J. L | 
Kirby has retired as chief engineer, maintenance of way, after | 
serving with the company 40 years. O. W. Hall has been ap] 
pointed assistant general industrial agent. All the appointments | 
are at Norfolk, Va. 

Roland J. Lehman, general attorney and commerce counsel 
for the Santa Fe Railway, Chicago, spoke on “Land Grant 
Rates” at a luncheon meeting of the Chicago regional chapter 
of the Association of Interstate Commerce Commission Practi- 
tioners June 2. It was the last meeting of the chapter for the} 
summer season. | 

Walter W. Kremer has been appointed western traffic man- 
ager for the Boston and Maine and Maine Central raliroads at 
Chicago. 

J. R. Pipes, of the Commission’s Bureau of Traffic, was 
honored by Commission employes at a “retirement farewell 
party” at the Commission, June 8. 

G. J. Willingham has been appointed assistant to vice- 
president and general manager, Illinois Central, Chicago. 

J. H. Longenecker, Sr., has been appointed assistant vice- 
president, traffic, and F. C. Devlin, general manager, Chicago 
region, for the Keeshin Motor Express Company, both at 
Chicago. The company’s central region has been divided into 
two regions—the Michigan-northern Ohio region, for which 
B. F. Wheeler, Jr., has been appointed general manager at 
Toledo, O., and the Indiana-southern Ohio region, headed by 
C. W. Hendrickson, general manager at Indianapolis, Ind. The 
Erie, Pa., terminal has been placed in the New York region, of 
which L. W. Bauer, New York, is general manager. 

The Soo Line has announced the following appointments: 
Edwin D. Jones, general superintendent, Minneapolis, Minn, 
succeeding Charles L. Simpson, who died recently William M 
Christel, superintendent, transportation, Minneapolis; Philip 
Bryant, assistant superintendent, Minneapolis; George H. Nolan, 
assistant superintendent, Ironwood, Mich; Vern Elliott, acting 
superintendent, Minneapolis-Duluth division, Superior, Wis. 


The Propeller Club of the United States, Port of New 
York, elected the following officers at its annual meeting at the 
Downtown Club May 31: President, John F. Gehan, vice 
president, American Export Lines; vice-president, Lewis D. 
Parmalee, Atlantic, Gulf and West Indies Steamship Company; 
secretary-treasurer, John G. Thompson; members, board of 
directors, for three years, R. R. Adams, Grace Line; Henry F. 
Markwalter, Luckenbach Steamship Company; A. R. McMullin} 
Nordberg Manufacturing Company; Morton S. Bouchard, 
Bouchard Transportation Company, and Lewis L. Smith, Mer 
ritt, Chapman and Scott Corporation; member of the board for 
two years, C. W. Bryan, Jr., Federal Shipbuilding and Repaif 
Company; members of the board for one year, A. W. Raymond 
Combustion Engineering Company; Henry W. Reed, North} 
American Company, and J. W. McGrath, J. W. McGrath Cor] 
poration. 

R. I. Dennis has been appointed district manager for the 
Chicago and Milwaukee offices of the Transamerican Freight 
Lines, with headquarters at Chicago. 

The Trafficmen’s Association of America will hold a fathers 
and sons night meeting at the Sherman Hotel, Chicago, June 27. 

The Chesapeake and Ohio has announced the appointments) 
of the following as assistant coal traffic managers: F. H. Cunt) 
mings, Cincinnati; J. B. Young, Richmond, Va., and F. A 
Harmon, Chicago. ; 

B. F. Conway, general New England agent for the Erie 
Railroad, has been elected treasurer of the General Agents 
Council of Boston, succeeding A. M. Monahan, general agen 
for the Erie, who resigned on taking a leave of absence fro 
his company to join the staff of Eldon Richardson, chief of 
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War Food Administration’s shipping and storage section at 
Washington, D. C. Mr. Richardson is on leave of absence from 
his position as general traffic manager for Lever Brothers, 
Cambridge, Mass. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a@ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THs TraFFic WorLbD. 





The Junior Traffic Club of Milwaukee, Wis., organized in 
May “for the purpose of educational as well as social activ- 
ities,” has elected officers, as follows: President, Paul F. 
Schroeder, Gateway City Transfer Company; vice-president, 
Le Roy J. Hackl, Heil Company; secretary-treasurer, Aex Niel- 
sen, Merchant Shippers’ Association; members, board of di- 
rectors, Edward Bickel, Webber Cartage Line; Gordon Lemon, 
Fred Olson and Son; Richard Heilman, A. O. Smith Corpora- 
tion; Andrew Slania, Milprint, Inc.; Howard Frey, Chicago and 
North Western; William Schubel, Wabash Railroad. The club 
intends to hold monthly meetings. 





The Traffic Club of Fort Worth, Tex., elected the following 
new officers June 5: President, Carrol F. Hinners, American 
Airlines, Inc.; first vice-president, M. G. Boone, Continental Oil 
Company; second vice-president, W. P. Hudgins, Fort Worth 
Distributing Company; secretary-treasurer, T. K. Hale, Texas 
Electric Service Company; members, board of directors, F. 
Fred Cunningham, Axtell Company; Norman Lawson, Cotton 
Belt Route; James L. Wilkerson, Missouri-Kansas-Texas Lines; 
W. G. Wilson, Consolidated-Vultee Aircraft Corporation; Ma- 
jor George P. Kosub, U. S. Army Quartermaster Corps. They 
will be inducted at a dinner dance at the Glen Garden Country 
Club June 21. 





The Altoona, Pa., Traffic Club, organized in July, 1943, held 
its first annual dinner May 24. The following new officers 
were elected: President, O. C. Grimshaw, district freight agent, 
Pennsylvania Railroad; vice-president, William H. Haller, pres- 
ident, Haller-Eagle Bakeries; secretary-treasurer, G. Stanley 
Ruth, secretary-manager, Altoona Chamber of Commerce; 
members, board of directors, for two years, John E. Sheep, 
Reid Tobacco Company; A. M. Shields, Sheraw Motor Com- 
pany, and C. E. Maloy, Jr., H. C. Prutzman Company. 





Vera L. Jolly, Dodwell and Company, Ltd., is the first 
president of the recently organized Women’s Traffic Club of 
Long Beach-Los Angeles Harbor. 
Women in traffic and transportation 
service in companies located at Long 
Beach, Wilmington, and San Pedro, 
Cal., compose the membership which at 
present totals 38. Application has been 
made for membership in the Associated 
Traffic Clubs of America. Other offi- 
cers are: First vice-president, Peggy 
L. Cox, Western Air Lines; second vice- 
president, Gloria A. Sorensen, Los 
Angeles Tanker Operators, Inc.; re- 
cording secretary, Mary K. Lambert, 
Outer Harbor Dock and Wharf Com- 
pany; corresponding secretary, Thelma 
B. Kaech, Southern Pacific; treasurer, 
Olive Sutlovich, Pennsylvania Shipping 
Company; sergeant-at-arms, Sadie Von 
Ritter, United States Naval Supply 
Depot. Mildred Weaver, Johns-Manville Products Corporation, 
has been appointed chairman of the educational committee, and 
Lucretia A. Seybolt, Los Angeles Shipbuilding and Drydock 
Corporation, chairman of the membership committee. 








The Traffic Club of Eastern Connecticut has recently been 
organized, with headquarters at Norwich. Its officers include: 
President, Edward J. Barrett, district traffic agent, New Haven 
Railroad; vice-presidents, William R. Hastedt, traffic manager, 
American Thermos Bottle Company, and Clyde J. Manniel, 
manager, Adley Express Company; secretary, Rex Brown, exec- 
utive vice-president, Norwich Chamber of Commerce; treas- 
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urer, C. W. Evans, Jr., office manager, U. S. Finishing Com. 
pany. 





The Women’s Traffic Club of Philadelphia will hold its 
annual meeting at the Women’s City Club June 13. Dinner wil] 
be served. Nominees for election to office include: For pregj- 
dent, Marian Hansen; first vice-president, Florence Dean and| 
Lovett Mitchell; second vice-president, Margaret Cameron and 
Margaret Hanley; treasurer, ‘Annabelle Graffius and Paula 
Spratt; recording secretary, Shirley Porter and Esther Cram. 
bitt; corresponding secretary, Marie Mileham and Florence 
Mallory; members, board of directors, for two years, Ann For- 
rester, Mary Briggs, Marguerite Mahaney, and Kathryne 
Anderson. 





M. J. Zimmerman, new president of the Traffic Study Club 
of Akron, O., is president of Freight, Inc. He was born in 
Tuscarawas County, O., in 1895, and 
attended grade and high schools there, 
As an honor student in grade school, he 
was one of two students in the county 
selected to call on President Taft. His 
college training was interrupted when 
he enlisted in the U. S. Naval Air Re- 
serve in the first World War. After 
the war, he established residence at 
Akron. For a number of years he was 


pany. He entered the transportation 
industry in 1930, at which time he 
formed the Truckowners Freight Com- 
pany, operating as a common carrier. 
The company was incorporated in 1932, 
and in 1940 its name was changed to 
Freight, Inc. He has served as presi- 
dent since its inception. He has served 
at various times as chairman of the 
rate committee and president of the Akron Motor Transporta- 
tion Association and as a director and member of the appeal 
committee of the General-Central Eastern Conference. He 
is now a director of the Central States Motor Freight Bureau 
and a member of the appeal board of the bureau’s central 
committee. In 1940 he was elected a trustee of the Akron 
Chamber of Commerce. He was admitted to practice before 
the Commission in 1938. 








The Spokane, Wash., Transportation Club has elected the 
following new officers: President, H. C. Gemberling; first vice- 
president, J. C. Malone, second vice-president, E. S. Braden; 
third vice-president, D. L. McCaughan; secretary-treasurer, 
C. W. Meckstroth. 





E. P. Burke, passenger traffic manager, Pullman Company, 
speaking before the Traffic Club of New York, June 5, said 
that the expected post-war increase in rail and air passenger 
traffic would result in the “transportation industry having 
plenty of jobs available for returning servicemen and others.” 
He said he believed the post-war expansion of air passenger 
traffic would result from a largely increased travel market 
and would be in addition to, rather than at the expense of 
the railroads and the Pullman Company. He spoke in place of 
George A. Kelly, vice-president of the Pullman Company, 
who was unable to appear because of illness. 





The Traffic and Transportation Association of Pittsburgh, 
at its annual meeting June 2, elected the following officers: 
President, Melvin P. Mollman, Baltimore and Ohio; vice-presi- 
dent, Harry S. Mould, Westinghouse Electric and Manufac- 
turing Company; recording secretary, William B. Guffey, 
United Engineering and Foundry Company; financial secretary, 
William James, Union Pacific; treasurer, Rolland I. Dennis, 
Transamerican Freight Lines; custodian, Ross P. Altman, Supe- 
rior Steel Corporation; historian, Harry R. Capps, Delaware, 
Lackawanna and Western; members, executive committee, W. 
Moreland Ernst, United States Steel Corporation; Arthur C. 
Nalepa, H. J. Heinz Company; J. Robert Kunkel, Illinois Cen- 
tral; Eugene M. Britt, Acme Fast Freight. 





The Traffic Club of St. Louis held its annual meeting and 
installation of officers June 6. There was a program of enter- 
tainment. New chairmen of the standing committees were 
announced as follows: Entertainment, John J. Burke, Tri-State 
Motor Transport, Inc.; membership, W. B. Alderson, Kroger 
Grocery and Baking Company; luncheon, J. J. O’Connor, Cotton 
Belt Route; public affairs, C. S. J. Flood, Anheuser-Busch, Inc.; 
educational, R. P. Yellen, Norfolk and Western; publicity, H. B. 
Boyd, Railway Express Agency; auditing, R. A. Williams, Endi- 
cott-Johnson Corporation; reception, J. M. Hrebec, Missouri 


president of the Imperial Finance Con. | 
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Here’s the 


* 
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—for the 5th War Loan drive during June 
and July. The need for the 5th War Loan 
is immediate, crucial. For impending 
events may make the 5th the supreme 
financial effort of the war. 


The U.S. Treasury has set the overall goal 
at $16,000,000,000 — $6,000,000,000 
from individuals alone. This is the big- 
gest sum ever asked of the American 
people—and it must be raised. 


That's why the U. S. Treasury asks Man- 
agement and Labor to sit down together 
and organize—NOW! 

For organization—good organization— 
has been responsible for the excellent 
showing of the payroll market. And its 
most important single superiority has 
been personal solicitation—desk to desk, 


quota ne 


und th 








LABOR 
bench to bench, machine to machine 


personal solicitation. 71% of all persons 
on payroll deductions were solicited for 


the 4th War Loan. 


Now, to personal solicitation, add the 
sales incentive of a definitely established 
plant quota. Build your campaign around 
a quota plan. Set up departmental goals. 
Stress percentage of participation fig- 
ures. Stimulate group enthusiasm. 


In planning your quota campaign, work 
in close cooperation with the Chairman 
of your War Finance Committee. Every- 
thing is set to make the 5th War Loan 
drive a huge success—with your help! 


(Note: You’ve read this message. If it 
doesn’t apply to you please see that it 
reaches the one person who ean put it 
in action!) 


The Treasury Department acknowledges with 
appreciation the publication of this message by 


TRAFFIC WORLD 


This is an official U.S. Treasury advertisement—prepared under the auspices of Treasury Department and War Advertising Council. 
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Pacific; annual dinner, C. B. Sudborough, Pennsylvania Rail- 
road; music, B. E. Lemen, Grand Trunk-Canadian National; 
sick, A. B. Berne, Service Lines, Inc.; military, I. J. Borders, 
Louisville and Nashville, and J. J. Hoban, Hunter Packing 
Company, co-chairmen, 





The Transportation Club of Decatur, Ill, will hold a 
monthly dinner meeting June 13 at which C. M. Groninger, 
coal freight traffic manager, Baltimore and Ohio, Baltimore, 
will speak. 





The Transportation Club of Peoria, Ill., will hold its annual 
picnic and golf outing at the Shore Acres Country Club June 
15. Dinner will be served at which there will be a floor show. 





The Traffic Club of New Orleans held a luncheon meeting 
June 5 at which Stanley C. Arthur, executive director, Louisi- 
ana State Museum, spoke on “The Heart of New Orleans.” 





The Traffic Club of Syracuse, N. Y., will hold its annual 
outing at Drumlin’s June 15. There will be golf, tennis, horse- 
shoe pitching, softball, and a contest between shipper and car- 
rier teams at bowling on the green. Dinner will be served. The 
entertainment committee, J. T. McGuire, chairman, has charge 
of arrangements. 





The Transportation Club of Springfield, Ill., will hold its 
annual summer outing at the Oak Crest Country Club June 14. 
There will be golfing, horseshoe pitching, softball, and card 
games. Dinner will be served. 





The Traffic Club of Baltimore held its first golf outing of 
the season at the Rolling Road Country Club. Bill Coates is 
chairman of the golf committee. The club’s forum group will 
hold its annual meeting at Hornick’s Restaurant June 12. New 
officers will be elected. A stag “crab feast” will be held at the 
Post Office Outing Club June 27. There will be boating, swim- 
ming, and a baseball game. 





The Traffic Club of Hamilton, Ontario, held its seventeenth 
annual picnic at Oakland Park June 3. Several ball games 
were played and other sports contests held. More than 200 
members and guests attended. The annual golf tournament 
will be held some time in September. 





The Bridgeport, Conn., Traffic Association will hold its 
twentieth annual stag outing at Eichner’s Farm July 1. There 
will be a program of sports events, including a softball game 
between teams representing shippers and carriers. George A. 
Ries, Jenkins Brothers, is chairman of the sports committee. 
Dinner and refreshments will be served. 





= 
The Ky-O-Va Traffic Club will hold its annual golf outing 
at the Guyan Country Club, Huntington, W. Va., June 21. Din- 
ner and refreshments will be served. R. A. Bond, Island Creek 


Coal Company, Huntington, is chairman of the committee on 
arrangements. 





At a recent luncheon meeting of the Transportation Club 
of Louisville, Ky., Anderson Pace, general industrial agent, 
Illinois Central, Chicago, and chairman of the Illinois Post-War 
Planning Commission, spoke on “Post-War Planning.” Mem- 
bers of the Louisville Committee for Economic Development 
and the Louisville Board of Trade were guests. James E. Lewis, 
central traffic manager, Reynolds Metals Company, and chair- 
man of the membership committee, has reported that 54 new 
members have been obtained in 1944. 

_—_—_ 

The New Haven, Conn., Traffic Club will hold an outing 
June 24. Golf will be played at the Wallingford Country Club. 
Field sports, softball, and horseshoe pitching will be played at 
The Pines, and dinner will be served there. Bill Williams is 
chairman of the outing committee. 





The transportation club of the Rochester, N. Y., Chamber 
of Commerce will hold its annual summer outing at Newport 
House June 20. There will be field sports. A baseball game 
will be played by teams representing shippers and carriers. 
Dinner will be served. Ralph Curtice is general chairman of 
the outing committee. 





Newly elected officers of the Junior Traffic Club of Metro- 
politan St. Louis were installed at a monthly meeting June 7. 
Thomas F.. Muldoon, of the St. Louis Police Board, spoke. 
There was a program of entertainment. New chairmen of the 
standing committees include: Intertainment, Lester Breyfogle; 
educational, A. E. Hanson; civilian military, Omer F. Graeler; 
reception, Carl Hartenberger; membership, F. C. George; pub- 
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licity, L. A. Williams; sports, Francis Bloss; employment, Bert 
Peimann; auditing, Oliver A. Kohl. William V. Conlin has been 
appointed editor of “TNT,” monthly magazine. 





The High Point, N. C., Traffic and Transportation Club wil] 
hold its annual summer outing at the Blair Park Club Housge 
— 20. There will be a golf tournament and a barbecue 

inner. 





The Raritan Traffic Club will hold a meeting at the Roger 
Smith Hotel, New Brunswick, N. J., June 13, at which Hen 
G. Elwell, Elwell, Phillips and Company, Elizabeth, N. J., wil 
speak on “War-Time Problem of Freight Car Use and Distri 
bution.” There will be a program of entertainment. The nom 
inating committee will make its nominations of candidates fo 
election to office at the annual meeting in September. 


PITTSBURGH PRACTITIONERS ELECT 

The Pittsburgh regional chapter of the Association of 

Interstate Commerce Commission Practitioners elected the fol- 
lowing officers at its annual meeting May 29: 


Chairman, Roy S. Kern, chairman, coal, coke and iron ore com- 
mittee, Central Freight Association; vice-chairman, William W. Collin, 
Jr., commerce attorney; secretary-treasurer, Donald O. Moore, man- 
ager, freight traffic division, Chamber of Commerce of Pittsburgh; 
members, executive committee, J. H. Wilharm, general traffic manager, | 
Diamond Alkali Company; P. H. Yorke, general attorney, Great North- 
ern; M. C. Richards, general traffic manager, Spang Chalfant and | 
Company; F. M. Garland, Pressed Steel Car Company. 


John B. Keeler, president, National Industrial Traffic 
League, and chapter member, spoke on the Institute of Trans- p». 
portation held at New York May 23 and 24 (see Traffic World, | ~ ia 
May 27, p. 1445). 


OHIO VALLEY ADVISORY BOARD 


The Ohio Valley Transportation Advisory Board will hold 
its summer meeting at the Columbia Club, Indianapolis, Ind, 
June 13. Director Johnson will speak at a luncheon session 
sponsored by the Indiana State Chamber of Commerce, the 
Indianapolis Traffic Club, the Indianapolis Chamber of Com- 
merce, and Indianapolis Board of Trade. 

The meeting will be called to order by the general chair- 
man, H. M. Baker, general traffic manager, Andrews Steel 
Company, Newport, Ky. H. A. Hollopeter, traffic director, 
Indiana State Chamber of Commerce, Indianapolis, will report | gasses 
as chairman of the executive committee. R. H. Hagerman, 
traffic manager, National Cash Register Company, Dayton, O., WN 
will speak on “Activities of Car Efficiency Committees.” Free- 
man Bradford, traffic director, Indianapolis Board of Trade, 
will report for the legislative committee, and J. G. Young, 
director of transportation, Columbus, O., Chamber of Com- 
merce, for the traffic committee. R. A. Whitty, general traffic 
manager, Belknap Hardware and Manufacturing Company, and 
W. H. Etzel, traffic manager, Progress Refrigerator Company, 
both of Louisville, will report for the loss and damage pre- 
vention and less carload committee. ; 

A. L. Green, special representative, freight claim division, 
Association of American Railroads, Chicago, will speak on 
“Activities and Accomplishments of the Perfect Shipping Month! 
Campaign.” C. R. Megee, manager, open car section, car service) 
division, A. A. R., Washington, D. C., will discuss “National 
Transportation Conditions.” , H 

Forecasts of carloadings in the area for the third quarter 
will be presented by chairmen of various commodity commit- 


“a 


2~s 2 


qu 

tees. J. J. Brinkworth, vice-president and general manager at 
Cincinnati for the New York Central, will report for the rail- Al 

road contact committee. 

TRANS-MISSOURI-KANSAS BOARD fre 
The Trans-Missouri-Kansas Shippers Board will hold its ov 
summer meeting at the Hotel Muehlebach, Kansas City, Mo., | 
June 14. Senator Reed of Kansas will speak on “First Things) 
First” at a luncheon session sponsored jointly by the board, the mé 
Kansas City Chamber of Commerce and Traffic Club of Kan- St. 


sas City. ; it 
The call to order will be made at the morning session by : 
the general chairman, H. J. Goudelock, executive vice-president, 
Midwest Coal Traffic Bureau, Kansas City. J. W. Ground, ore pate 
buyer, Eagle-Picher Company, and general secretary of the 
board, will report tor the executive committee. Forecasts of He 
carloadings in the area for the third quarter will be made by| Cl 
chairmen of 29 commodity committees. L. F. Orr, general traf-| | 
fic manager, Pet Milk Company, St. Louis, will report as chalr- 
man of the board’s committee in charge of April Perfect 
Shipping Month activities and as chairman of the legislative 
committee. Carl Giessow, traffic director, St. Louis Chamberg31 
of Commerce, and vice-president, National Association of Ship 
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MEMO TO MOTOR CARRIERS: 


“Traffic 
Managers 
Want More 
Maps” 


T. W. Bulletin No. 2 
Horder’s Is Head- 


quarters for Maps of 
All Types 


*Mailing Tubes can be supplied. 


Maps help traffic men to select carriers and route 
freight. Carriers have a distinct advantage when their 
own route maps are in the hands of these men. 


Let us help you to select a Standard black and white 
map of the U. S.... a section of it, or individual 
States—mark your routes on it and let us reproduce 
it for you in any size and quantity.* 

We have a complete assortment of large maps for 
wall mounting, covering all sections of the country, and 
individual cities and States. Our Map Service is the 
most complete in the Middle West. Visit or write to 
Horder’s Map Department, 111 West Adams Street, 
Chicago 3. Ask for map circular. 


HORDER’S, INC. 














All Telephones FRAnklin 6760 


Think of it! Two hun- 
dred fifty truck loads of 
freight! That, approxi- 





mately, is the freight 
carrying capacity of 
the big D&C steamers 
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Cleveland and Detroit 
and Buffalo. 







































This tremendous capa- 


city is only one of many 
Another view of the freight 


deck on a D&C steamer. There ' 
is plenty of room for all types advantages you il get 


of freight when you route your 


shipments via D&C. You'll get fast, overnight ex- 
press service. You'll get prompt pick-up and de- 
livery service in all port city areas. You'll get effi- 
cient handling by experienced freight men and 
modern handling and loading equipment. And, 
best of all, you'll save money, for the D&C water 
rates as compared with the rates of other types of 
transportation are considerably lower. 
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Route your next shipment via D&C and save! 


OVERNIGHT, EVERY NIGHT BETWEEN 


DETROIT—BUFFALO 
BETWEEN 
DETROIT—CLEVELAND 


DETROIT & CLEVELAND NAVIGATION CO. 


OETROIT ° CLEVELAND ° BUFFALO 
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pers’ Advisory Boards, will speak on conferences held by repre- 
sentatives of the association with the O. D. T. and I. C. C. 
E. F. Ledwidge, general traffic manager, Granite City Steel 
Company, Granite City, Ill., will discuss “Activities of T.-M.-K. 
Car Efficiency Committees,” of which he is general chairman. 

R. E. Clark, manager, closed car section, car service divi- 
sion, Association of American Railroads, will discuss “National 
Transportation Conditions.” H. H. Albers, district manager at 
St. Louis for the division, will speak on car supply in the dis- 
trict. W. W. Klingensmith, traffic manager, Tulsa Chamber of 
Commerce, will report as chairman of the committee on coop- 
eration with motor and water carriers, and J. H. Tedrow, traffic 
commissioner, Kansas City Chamber, for the merchandise com- 
mittee, which he heads. 

At the afternoon session, H. H. Laude, agronomist, Kansas 
Agricultural Experiment Station, will speak on the “Effect of 
Conditions on Growth of Wheat Crop.” There will be a discus- 
sion of grain crop conditions. 

Meetings of the executive and railroad contact committees 


will be held June 13—separately in the morning and jointly at 
luncheon. 


GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board will hold 
its summer meeting at the Hotel Statler, Buffalo, N. Y., June 
28. Robert S. Henry, assistant to the president, Association 
of American Railroads, Washington, D. C., will speak at the 
luncheon meeting. 

Arthur E. Baylis, assistant director, division of traffic, 
Office of Defense Transportation, Washington, will speak at 
the morning session on “The Traffic Job—after Two and One- 
Half Years of War.’ C. R. Megee, manager open car section, 
car service division, A. A. R., Washington, will speak on 
“National Transportation Conditions,” and W. J. McGarry, 
manager, Ore and Coal Exchange, Cleveland, on ore and coal 


traffic on the Great Lakes. There will be forecasts of carload- . 


ings for the third quarter by chairmen of commodity com- 
mittees. There will be reports by the legislative, executive, and 
railroad contact committees. 

On June 27, the executive and railroad contact committees 
will hold meetings in the morning and a joint luncheon meet- 
ing, and the loss and damage prevention committee will hold 
a meeting in the afternoon. 


A. A. R. MECHANICAL DIVISION 


The mechanical division of the Association of American 
Railroads’ operations and maintenance department will hold its 
twentieth annual meeting at the Jefferson Hotel, St. Louis, 
June 23 and 24. 

Speakers at the sessions June 23 will include R. C. White, 
chief operating officer, Missouri Pacific, St. Louis; C. H. Bu- 
ford, vice-president, operations and maintenance department, 
A. A. R., Washington, D. C.; Clyde Williams, director, Battelle 
Memorial Institute, and technical consultant, A. A. R., Wash- 
ington; R. G. Henley, general superintendent motive power, 
Norfolk and Western, Roanoke, Va. Mr. Henley will preside. 
There will be reports on and discussion of the following sub- 
jects: Lubrication of cars and locomotives; brakes and brake 
equipment; couplers and draft gears; geared hand brakes; loco- 
motive construction; development of reciprocating steam loco- 
motive. 

Subjects to be reported on and discussed June 24 include 
arbitration; prices for labor and materials; specifications for 
materials; tank cars; loading rules; wheels; car construction. 


W. P. B. TRANSPORT BUREAU 


Charles E. Wilson, executive vice-chairman of the War 
Production Board, June 8, announced the establishment of a 
bureau of stockpiling and transportation within W. P. B. 
Said he: 


The new bureau, to be responsible to the program vice-chairman, 
consists of the office of the director, a division of stockpiling and ship- 
ping, and a division of transportation and storage. 


Edward Browning, Jr., of Bar Harbor, Me., who was acting direc- 
tor of the former division of stockpiling and transportation, heads the 
new bureau. Mr. Browning has worked continuously on shipping and 
stockpiling problems for W. P. B. and its predecessor agencies since 
1940, when he came to Washington to join the Advisory Commission 
to the Council on National Defense. 

Edwin E. Frost, who was chief of the stockpiling branch of the 
old division, and F. J. Sette, formerly assistant division director, have 
been appointed, respectively, to head up the stockpiling and shipping 
and the transportation and storage divisions. Both Mr. Frost and 
Mr. Sette have been with W. P. B. since its formation. 

The new bureau, which will carry on the work of the division it 
succeeds, is specifically charged with exercising the responsibilities 
of W. P. B. with respect to the importation, stockpiling transporta- 
tion, and storage of commodities and materials necessary to the war 
effort and to the maintenance of the essential civilian economy. 
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The Public Interest 


Editor the Traffic World: 


In the third paragraph of your editorial “The Public In- 
terest,” in the Traffic World of May 27, you make the following 
statement which bears some analysis: 


He (the shipper) has his organizations, local and national, to con. 
sider all transportation problems and he considers them and acts on 
them from his own selfish point of view—which is natural and proper, 
of course, but which does not authorize him to pose as the champion of 
the public interest. 


It seems to me that yours is a surface viewpoint and that 
“public interest” runs considerably deeper than appears on the 
face. Too many people look upon a business interest as a 
“selfish point of view—which is natural and proper, but—.” 


o 3 


Applying that to business as a whole completely misrepresents} - 


the motif of business, puts it in a bad light and seemingly leaves 
“the public” out in the cold. Little wonder that so many people 
take a pot shot at “business” with the hope of drawing favor 
to themselves in so doing. Consider, please, that if and when 
any business concern loses its public interest viewpoint, it be- 
comes a business ship without a rudder and will soon be of 
little consequence in the general business picture. Business is 
the vehicle which supplies the needs and comforts to our fellow 
men for a just reward. Every business is entitled to that reward 
or profit which is the only guarantee of superior goods and 
satisfactory service. We exact a reward (or profit) when we | 
serve so that we may extend a reward (or profit) when we in 
turn are to be served. We, too, shall then have satisfactory 
goods or service. We are all at one time both buyer and seller 


and never just one or the other, so the reward or profit motif | : 


is the spark plug of business. You might also ponder over the 
thought that with a few exceptions we are all of us in business. 
The exceptions are those in retirement, in charitable work, or 
the unemployed. Some of us may work at routine jobs in the 
employ of others, but we are nevertheless a part of business 
and therefore in business. 

Public interest, therefore, is the composite objective of all 
business and it may therefore fearlessly speak in the public 
interest. Doing so may be a “selfish point of view’ but, in the 
larger aspect, “he profits most who serves best.” 

Transportation is but one cost among many and the busi-| 
ness attitude toward transportation should not differ from the 
position toward other costs. Each operation should stand on 
its own feet. Business cannot afford to pauperize transportation 
any more than it can afford to pauperize any specific source 
of supply of raw material or any class of labor. 

Lastly, since business should and does represent the public 
interest, it is not strange that viewpoints should differ. It would 
be sad if they did not. Transportation, furthermore, is “busi- 
ness” and it too serves the public interest. “Public interest” 
indeed is not something nebulous to be seen only against the 
far away horizon when all conditions are favorable but is the 
life blood of business surging at all times through our business 
enterprises. May they continue to speak for the public interest. 

. G. Huhn, General Traffic Manager, 

Toledo, O., June 1, 1944. Libby-Owens-Ford Glass Co. 


Truck-Rail Joint Rates 


Editor the Traffic World: 

We read with lots of interest your editorial in Traffic 
World of May 6th entitled, “There Is no Coordination.” Your 
article was well written an@ timely as well. 

All of the railroads in the United States, however, are 
not of the same opinion concerning joint rates with motor 
carriers and, as evidence thereof, we refer to a copy of Inter- 
state Commerce Commission’s Permission No. M-43103, No. 
21008, dated May 18, 1944, which grants the necessary relief 
from tariff publishing rules for the purpose of adding the 


The Pecos Valley Southern Railway Company and The Texas- 
New Mexico Railway Company, to all-motor tariffs for the 
purpose of providing joint rail-motor rates. Incidentally, the) 
application has been pending for sometime, but the correspond- | 


Texas & Pacific Railway Company and its two ie ton 


ents, in writing up the items concerning the application filed 
and the accompanying fourth section application, failed to! 
get the significance of the applications. Most of us in this 
territory familiar with rail and motor operations feel as if 
this possibly may be a history-making publication. 

All of the necessary divisional arrangements have been| 
satisfactorily made and there seems to be no fear of the inter- 
ested parties that any matters will arise which cannot be 
successfully worked. out. 

We feel that the matter may be of some interest to you 
and to your readers. 

J. D. Hughett, General Manager, 
Southwestern Motor Freight Bureau, Inc. 
Dallas, Texas, May 29, 1944. 
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| WARTIME STEEL ALLOCATED FOR URGENT USES 
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_— Government tests proved steel strapping acute than they are today. Then the 
t as a so effective that Army and Navy contracts SIGNODE System of Steel Strapping 
but—.” specify it for the extra margin of safety will really come into its own. For this 
resents that steel strapping provides. safe, sure method of packing means time 
leaves No wonder so many plants outiiiie and money saved in the shipping room 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafio. A 
specialist on interstate commerce law, who is a member of owr spe- 
cial service department, will gtve his option in answer to any sim 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
hie work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that imvolves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this cokwmn, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscrivers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Buiiding, Washington, D. C. 


Shipping—Demurrage 


The following communication has been received with re- 
spect to the answer which is referred to therein: 


Reference to an article headed ‘“‘Shipping—Demurrage’’ appearing 
on page 107 of the January 8, 1944, issue of The Traffic World, and to 
an article under similar heading appearing on page 942 of the April 1 
issue of that publication. 

It appears from these articles that the question was raised as to 
whether it was lawful for a charge for wharf demurrage to be made 
against merchandise remaining on the wharf beyond the free time limit 
when the delay in effecting delivery was directly due to freight conges- 
tion on the dock so that the freight could not be reached in time by 
the consignee’s trucker to avoid the penalty. In answering the inquiry, 
you state: “It is our understanding the United States Maritime Com- 
mission has informally held that the steamship carriers are not liable 
for demurrage assessed under such circumstances.”’ 

While it is quite true there have been no decisions in formal 
cases dealing with this specific question, the Maritime Commission 
recognizes that common carriers are legally required to give consignees 
a reasonable time and opportunity to remove their cargo before penalty 
charges (wharf demurrage) are assessed and that the cargo must in 
fact be available for removal during the free time period. In order to 
preclude the assessment of penalty charges, it must be shown that the 
delivery of the cargo was prevented through fault of the carrier or of 
the terminal operator to whom the carrier had entrusted the cargo 
for delivery. If, as often happens, the cargo is available but the con- 
signees do not apply for delivery until the free time period has about 
expired, thereby causing a congestion of trucks and other modes of 
delivery, the failure to make delivery is not considered the fault of 
the carrier. If, also, the consignee has done everything possible to 
secure trucks, railroad cars, or lighters and has failed to secure such 
facilities by reason of the excessive demands therefor, or, for any 
other reason, is unable to take delivery, the failure to obtain delivery 
is not chargeable to the carrier. Likewise, if the delay in making 
delivery results from the failure of customs or other government 
agencies to complete their formalities prior to the expiration of the 
free time period, the failure to make delivery in such cases is not 
chargeable to the carrier as it is not at fault. 

Where, however, through fault of the carrier, goods are unavailable 
for delivery when called for, it has been ruled consistently that the 
running of the unexpired free time should be suspended until the goods 
are again available for delivery. 

This letter is sent you since it appears that the inquirer may have 
received an inaccurate impression as to his rights which you may 
wish to correct. 


Bills of Lading—Common Law Liability of Carrier 


Pennsylvania.—Question: Referring to Rule 1, paragraph 
(b) of Consolidated Freight Classification No. 16, we would 
appreciate an example of “limited liability . . . service.” 

Answer: Under Rule 1 of the Consolidated Classification, 
limited liability of the carrier is that set forth in the uniform 
bill of lading contract terms and conditions. 

The so-called reduced rates, that is, rates not subject to 
the 10 per cent addition provided for in paragraph (d) of Rule 
1, is the published tariff rate. The application of this reduced 
rate is dependent upon the use of the uniform bill of lading, 
including the provisions of contract terms and conditions. 

In its report in Bills of Lading, 52 I. C. C. 671, the follow- 
ing statement is made as to the common law liability of the 
carrier, which governs the liability of the carrier in the event 
the shipper elects not to accept all the terms on conditions of 
the uniform bill of lading, except such as are not inconsistent 
with such common law liability of a common carrier: 


Under the common law as it has been developed to the present day 
in its application to modern transportation conditions and practices, 
there has been little or no relaxation of the rigor of the rule of the 
common carrier’s liability, but the exceptions have been extended to 
include loss, damage, and injury due to other causes, and a common 
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carrier is now regarded as an insurer of the goods intrusted to its care 
and custody for transportation and ds liable for all loss, damage, or 
injury occurring to the goods while they are held by it in its capacity 
of a common carrier, except when such loss, damage, or injury is 
caused by: (a) the act of God; (b) the public enemy; (c) the act of 
the shipper himself; (d) public authority, (e) or the inherent vice or 
nature of the goods. Generally a common carrier can not, under the 
common law, exempt itself from the consequences of its own negli- 
gence or wilful act at any time or under any circumstances in the’ 
handling of goods and, therefore, even when loss is occasioned by or 
results from one of the excepted perils against which it is not otherwise 
held as an insurer, it will nevertheless be liable for any failure to use 
the degree of care that would have prevented or minimized losses result. 
ing from the excepted causes. This liability of common carriers a 
insurers of the goods they transport is thus shown to inhere in th 
peculiar relationship existing between the carrier and the shipper. . 
So the law is now well settled, both in this country and in England, 
that a carrier may, unless forbidden by statute, limit or restrict, or 
even extend and enlarge, its common-law liability. Such contracts must, 
however, be invested with all the requirements of validity attaching to 
other forms of contract... Mutual assent and a valuable consideration 
must exist to support the assumption by the carrier of more than its 
common-law risks or, on the other hand, to support a restriction or 
limitation of those risks. A consideration for the latter is usually found 
in the agreement by the carrier to apply a lower or, as it is expressed 
in the governing freight classifications in effect in this country, ‘“‘re 
duced”’ rates; and this is a sufficient consideration. 





Limitations on the common law of the carrier provided for |, 
in the uniform bill of lading contract terms and conditions ar 
losses which are the proximate results of riots or strikes, i 
Section 1(b); limitation of liability as to value, in Section 2(a) 
leaving goods at a station at which there is no agent, in Section 
4(f), and limiting liability to that of warehouseman after ar- 
rival of the goods at destination if they are not removed within | 
a reasonable time, in Section 4(a). 


Tariff Interpretation 


Missouri.—Question: On page 483 of the Traffic World of 
February 19 you answered a question from New York concern- 
ing the rules applicable on the mixed carload from the South- 
western Territory to the Trunk Line Territory. You stated that, 
if the rates applicable on all of the commodities were the rates 
published in Transcontinental tariff applied as maximum in| 
lieu of the rates published in Agent Peel’s tariff, the Trans- 
continental rules would apply. 


When the routing instructions contained in S.W.L. 252-B 
(C&C Trf.) and 222-C (Gateway Routing Guide), in conjunction 
with Trunk Line 1-A, I.C.C. A-487, conflict with the routing 
instructions in Transcontinental tariff 1-X, which routes should 
be applicable to carload shipments moving from Philadelphia, 
Pa., to Southwestern Territory under rates published in 1-X, as 
maximum ? 

Answer: With respect to the application of the rate and 
route published in Agent Peel’s rate tariff versus the rate and 
route provided in the Transcontinental tariff as maximum, we 
are of the opinion that the routing provided in Agent Peel’s 
rate tariff is the routing to apply. 

Southwestern Lines Tariff 252-B, Agent Peel’s I.C.C. No.’ 
3592, in Item 2040, which provides for the alternative applica- 
= of Transcontinental rates as maxima, reads in part as 
follows: 


ify 


% 
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Section 1. The charges accruing under this tariff via routes author- 
ized herein to points of destination in Arkansas ... shall in no case 
exceed the charges applicable on a like shipment under the provisions 
. . . of the following Transcontinental Bureau Tariffs from the same 
points of origin to Deming, N. M. 


Reference is made above to the Transcontinental tariff fo 
the maximum rate only and does not authorize, in our opinio 
the use of the routing in that tariff on a shipment moving und 
the terms of Agent Peel’s I.C.C. 3592, Tariff 252-B. In oth 
words, the routes provided in Peel’s Tariff 252-B, unless 
cifically authorized otherwise, apply to the shipment eve 
though the rate published in this tariff may be cut down b 
virtue of it being higher than the rate provided in the maxim 
tariff. A case we believe to be in point in this matter is that 
of the Morris Buick Company, Inc. vs. Grand Trunk cote a 
Railroad Company, reported in 229 I. C. C. 109. We quote th 
following from page 110: 


There is no class rate from Evansville lower than the commodity 
rate, but, in view of the reference to the class tariff, complainant 
attempts to use the alternative rule published therein as the basis for 
application, to the transportation in question, of an aggregate of inte 
mediate rates alleged to have been.applicable, which was less than the 
joint commodity rate. As will be noted, until April 12, 1936, provision 
was made by the language quoted above for the displacement of 
commodity rate only by a lower class rate. It was not sufficiently broé 
to permit displacement of the commodity rate by an aggregate ¢ 
intermediates which might have alternative application with the clas 
rate, As stated, the class rate was not lower than the commodity rat 
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and the use of the class tariff for any purpose other than to determine 
this fact was not authorized. 


Motor Carriers 


On page 1336 of the May 13, 1944, issue of the Traffic 
World, the last line of the first paragraph of the reply to New 
Jersey should read “may not transport” and not “may trans- 
port.” The second paragraph shows this to be the effect of the 
opinion referred to. 

Rates—Import Rates on Whiskey to Pacific Coast 

New York.—Question: At the present time we are import- 
ing whiskey from Scotland via Canadian ports on through bills 
of lading, final destinations being Cleveland, Detroit, Chicago 
and Pacific coast points. 

We are enjoying the benefit of the rail import rate on ship- 
ments to Cleveland, Detroit and Chicago and we are being 
assessed domestic rail rate of $2.35 per cwt. on shipments to the 
Pacific Coast. 

I would appreciate your advising if any application was 
ever made for a reduction of rates on import shipments of whis- 
key to Pacific coast points and, if so, what was the carriers’ 
reaction. In the event no application was ever made, do you 
feel that we have good cause to ask for a reduction, and, if so, 
what would be the proper procedure to follow? 

_ Answer: In order to determine whether or not an applica- 
tion was ever filed requesting a reduction in rates on import 
shipments of whiskey to Pacific coast point, inquiry should be 
made of the rate bureau having jurisdiction over such traffic. 

_To determine whether or not you have good grounds for 
asking for a reduction in rates on such traffic would require 
considerable research. 

Were intercoastal steamship line operating between At- 
lantic and Pacific coast ports, competition between the rail 
pope and the by water would probably result in a lower 
rail rate. 


In the absence of such competition it must be shown that 
the present rate is unreasonable. 


y/ Limitation of Actions—Undercharges—Motor Carriers 


/  Connecticut.—Question: A motor truck company performed 
interstate motor service back in 1940 and 1941. It overlooked 
‘rendering freight bills for interstate shipments forwarded dur- 
ing that period. The error has been discovered and now in 1944 
their freight bills are being rendered for the motor truck service 
performed back in 1940 and 1941. Are freight charges on 1940 
and 1941 shipments due for payment, or have they been out- 
lawed? 

Answer: There is no federal statute of limitations applic- 
able to an action by a motor carrier for the recovery of its 
charges. The period of time within which such an action must 
be brought would be governed by the statute of limitations of 


\= state in which an action is brought. 


Notice of Claim—What Constitutes 


\musdouri.—Question: We would like you to give us the 
benefit of your opinion and cite cases in connection with notice 
of claim and bringing suit against the carrier for loss and 
damage. 

First, we would like to know just what constitutes a notice 
to the carrier that would satisfy the statute of limitations as 
provided in Section 20, paragraph 11 of the Interstate Commerce 
Act and Section 2, paragraph (b) of the Bill of Lading Contract 
Terms and Conditions. In the event a shipment is received dam- 
aged and the carrier’s agent is called for an inspection and a 
report is made setting out the conditions in connection with the 
damage, will such a report by the carrier’s agent serve as a 
notice in compliance with the statute of limitations? 

Also, in the event a claim for damages is refused by the 
carrier upon the contention that such notice or any other means 
of showing loss or damage does not satisfy the statute of limita- 
tions, can a suit be brought in court of competent jurisdiction 
for the recovery of such damages? 

You will notice that paragraph 11, Section 20 of the Inter- 
state Commerce Act does not restrict the amount of time that 
a carrier may take for accepting claims, but states that a carrier 
shall not provide a shorter time than nine months from the time 
of delivery of the material in a damaged condition or nine 
months from a reasonable time within which the shipment 
should have been delivered in the event it had been lost or two 
years and a day from the date tnat notice is given in writing 
by the carrier that all or any part of the claim for damage has 
been disallowed. 

It is our contention that if a condition of damage is brought 
to the attention of the carrier’s agent and a written report is 
made by said agent outlining all of the .conditions of the dam- 
age, such reports should serve as a notice to the carrier and 
satisfy the statute of limitations for notice of claims as provided 
in Section 20, paragraph 11 of the Interstate Commerce Act. 
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Answer: It is very generally held that the filing of a claim 
as required by the bill of lading is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290 (cer. D 
tiorari denied, 48 S. Ct. 764); Wholesale Coal Co. vs. C. & O, 
Ry. Co., 114 S. E. 715; Farmers’ Grain & Supply Co. vs. AUT — 
& S. F. Ry. Co., 242 Pac. 151; American Railway Express Co, yorp. 
vs. The Fashion Shop, 10 Fed. 2d 909. added 
It has been held in several cases that the provisions of the| now a1 
bill of lading requiring notice of claim, or the filing of a claim| wild nc 
cannot be waived. See Rogers & Co. vs. Eastern Carolina Ry.J 94 2 
118 S. E. 885; Browning-King & Co. vs. Davis, 199 N. Y. S. 775; doewet 
Jenckes Spinning Co. vs. N. Y. N. H. & H. R. R. Co., 129 Ati 
815; G. F. & A. Ry. Co. vs. Blish Milling Co., 241 U. S. 190 June 12- 
36 S. Ct. 541; C. & O. Ry. Co. vs. Martin, 283 U. S. 209, 5ig 29067— 
S. Ct. 453. 7 
In the West Arrow, 80 Fed. 2d 853, it is held that a car} /4ne 125 
rier’s knowledge of damage to goods will not excuse the failure exten 
of the owners of cargo to file notice of claim and claim for loss june 12— 
in accordance with the requirement of the bill of lading. See|" jo g97 
also, to the same effect, Douglas Shoe Co. vs. Pere Marquette June 12— 
Ry. Co., 217 N. W. 12. MC 960 
In Schaff vs. Ike Exstein & Bros., 270 S. W. 589, it is held mit t 
that neither gotice of shortage, nor knowledge of the agent of| june 12— 
the bill lading carrier was sufficient notice of claim. MC 57S 
As regards the sufficiency of a claim for loss of, or injuries to ex 


to, property shipped, the stipulation requiring such claim is | June 12— 
given a reasonable construction, and it is very generally held) |. & S. 
or recognized that no particular form of claim is necessary, that June 12- 
neither formality nor technical exactness is necessary, and that |. & S. 
a substantial compliance with the stipulation is all that is June 12- 
required. | MC 40% 

There must be at least a substantial compliance with the ville, 
requirement that a claim be filed. It must possess the char-|June 12- 


acteristics of a claim; that is to say, it must amount to a de-| 2910— 
mand for compensation. : June = 

In Bond Stores vs. Overland Package Freight Service, 13} MC 10 
N. Y. S. 2d 928, the court said: — = 

Although there have been numerous cases dealing with this subject, | Read 
neither counsel nor the court has been able to find any case which sets | June 13— 
forth, with any degree of preciseness, just what the essential elements MC 10! 
of the claim are. Since this is an interstate shipment federal law is | june 13- 
binding on this question. The law with respect to claims has been set yo 935 
forth in the cases of Georgia, Florida & Alabama Ry. Co. vs. Blish tifica 


Milling Co., 241 U. S. 190, 36 S. Ct. 541, 60 L. Ed. 948; Anchor Line VS. | nee 10 
Jackson, 2 Cir. 9 Fed. 2d 543; Browning-King & Co. vs. Davis, 120) 


Miscl. 520, 199 N. Y. S. 775, and Dworsky vs. Pennsylvania R. R. Co., “a be 
160 Miscl. 360, 289 N. Y. S. 931. It would appear that in order to con-] 4, © a 
stitute a claim the transfer agency should be advised by the consignor pele 
or the consignee that, first, a loss has occurred, second, the nature of Lé@s 
the loss, third, the nature of the shipment involved, fourth, the approxi- . Poe 


mate date of the shipment and its point of origin and destinations, and 
finally, that the parties to the shipment expect restitution or reimburse- June 13- 
ment. Concededly, there is no requirement that any precise language Fourtt 
be followed or that any detailed specifications be filed. If the above poin 
items are set forth clearly, although generally, the transfer agent has} June 14- 


sufficient information at his command to enable it to make all proper| MC 51 
investigations to protect its interests and to minimize, in so far as it} MC 10 
is possible, its own loss. ... | June 14- 
While nowhere in the correspondence does the plaintiff set forth MC 9¢ 
the kind of merchandise contained in the carton, and quantity thereof, tend 
or the value which they attribute to the contents of this carton, there J 
seems to be no requirement in law that they do so within the nine aa 14 
months’ limitation in order to establish a claim. The defendant insists aly 


in its letter of June 18 on supporting documents but the plaintiff's 
failure to comply with the request does not in law vitiate its claim. |June 14 


i MC 10 
Ww. P. B. PAPERBOARD CONTROL June 14 
Control of the production of paperboard, including folding pi 


box boards, set-up box boards, miscellaneous board and build- | «<—____. 
ing boards, had been taken from Conservation Order M-241 
and established in a new Order M-378, the War Production 
Board reported June 8, adding: 

Reserve monthly production under this new order is reduced from 
45 to 40 per cent of the manufacturer’s average monthly production, 
subject to W. P. B. direction. Inventory restrictions were reduced 
from 60 to 30 days’ supply. 

Control of nonbending cardboards and pressboard remains within 
the scope of Order M-241, as formerly. 

In general the new order is similar to the original Order M-241, | 
except that it will be administered entirely by the Paperboard Division. 


TRANSPORT IN PHILADELPHIA AREA ; 

Railroads, truck and bus lines and city transit companies 
have met peak transportation demands in the Philadelphia tri- 
state region with little or no delay, says Leonard A. Drake, 
regional business consultant in a report on the impact of war 
on that region issued by the Department of Commerce. Point- 
ing out that women had had an important part in “this trans- 
portation success story,” he said that over 20,000 were em- 
ployed by the Pennsylvania Railroad alone “and they handle 
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scores of jobs previously reserved srtictly for men.” 
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3. 190 June 12—Chicago, I!|.—Sherman Hotel—Examiner Disque: 
09. 51 29067—Frank Knox, Secretary of Navy, vs. Abilene & Southern et al. 
~<) “4 29116—Secretary of War vs. Abilene & Southern et al. 
june 12—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 

a Cart wc 1776, Sub. 3—Superior Transfer Co., Cleveland, O., certificate to 
failure extend operations. 


Or loss| june 12—Cleveland, O.—Hotel Cleveland—Jt. Bd. 27: 
3- €e€| Mc 89765, Sub. 2—Phelps Coal Co., Erie, Pa. 
quette | june 12—Harrisburg, Pa.—State Comm.—Jt. Bd. 66: 
’ MC 96098, Sub. 4—H. H. Follmer Contract Hauling, Milton, Pa., per- 
is held mit to extend operations. 
ent of | yune 12—Hartford, Conn.—Bond Hotel—Jt. Bd. 22: 
MC 57943 Sub. 3—Highland Express, East Hartford, Conn., certificate 
njuries to extend operations. 


aim is | June 12—Hartford, Conn.—Bond Hotel—Examiner Garofalo: 


y held| 1. & S. M-2400—Shoe factory supplies in New England—Ratings. 
'y, that June 12—Kansas City, Mo.—Hotel President—Examiner Mattingly: 
1d that !. & S. 5296—Clay or shale cinders in southwest. 


that is | June 12—Louisville, Ky.—Kentucky Hotel—Jt. Bds. 72 and 105: 
| MC 40858 Subs. 22 and 23—Silver Fleet Motor Express, Inc., Louis- 
ith the ville, Ky., certificate to extend operations. 


» char-|June 12—Milwaukee, Wis.—Federal Bldg.—Examiner Walsh: 


y a de-| 29105—Carnation Co. vs. C. C. & O. et al. 
June 13—Chicago, I1l.—Sherman Hotel—Examiner Cockrum: 
rice, 13| MC 105004—Ace Power Equipment, Chicago, IIl., certificate. 
June 13—Harrisburg, Pa.—State Comm.—Jt. Bd. 42: 
MC 41247, Sub. 2—New York and Pennsylvania Motor Express, Inc.* 
subject, | Reading, Pa., certificate to extend operations. 


ich sets | June 13—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 208: 
lements, MC 105018—J. W. Labombarbe, Lebanon, Ky., permit. 


Bing iS | June 13—Salt Lake City, Utah—State Comm.—ZJt. ‘Bd. 207: 
een set MC 2180 Sub. 36—Burlington Transportation Co., Chicago, Ill., cer- 


 Brgers tificate to extend operations. 
vis, 120) June 13—Springfield, Mass.—Fed. Bldg.—Examiner Garofalo: 


R. Co., MC 1351 Sub. 4—M. Haskell, Palmer, Mass., permit to extend opera- 
tions. 

* to con- 

ynsignor | MC 28420 Sub. 1—McCarl’s Post Road Despatch, Springfield, Mass., 

ature of certificate to extend operations. 

approxi- 1. & S. M-2412—Checking & sorting charge—Packing House Products, 

ons. and Sauers Express. 

imburse- | June 13—Washington, D. C.—Examiner Job: 

anguage| Fourth Section Appl. 20760—Cotton linters from Memphis, Tenn., and 

1e above points in Mississippi. 

gent has} June 14—Albany, N. Y.—Ten Eyck Hotel—Examiner Garofalo: 

1 proper} MC 51543 Sub. 1—W. Dufrane, Cohoes, N. Y., permit. 

far as it} MC 105037—A. L. Wathley, Dover Plains, N. Y., certificate. 


| June 14—Allentown, Pa.—Hotel Traylor—Jt. Bd. 67: 


i my MC 92147, Sub. 5—J. F. Bear, Schnecksville, Pa., certificate to ex- 
yn, ‘on tend operations, . 


the nine mee 14—Chicago, Ill.—Sherman Hotel~Jt. Bd. 73: 
it insists C 55843, Sub. 2—Saginaw Transfer Co., Saginaw, Mich., certificate 
laintiff’s "to extend operations. 
ts claim. |June 14—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 97: 
MC 105047—Wasson Bus Lines, Clarksdale, Miss., certificate. 
June 14—Washington, D. C.—Argument: 
28310—Consolidated freight classification. 


din 
folding 28300—Class rate investigation, 1939. 


d build- 
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reduced 
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or M-241, 
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For shipping details phone Railway Exr 
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*Connecting with Pan American Airways at Balboa, 
SERVING PANAMA COLOMBIA 


ECUADOR 





PASSENGERS : 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


ss Agency, Air Express Division. 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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June 14—Washington, N. C-—Examiner Johnson: 

Ex Parte 72 Sub. 1—In the matter of regulations concerning class of 
employes and subordinate officials of the Ogden Union Railway and 
Depot Co. 

Ex Parte 72 Sub. 1—In the matter of regulations concerning class of 
employes and subordinate officials of Union Pacific R. R. Co. 

June 15—Boston, Mass.—Hotel Manger—Jt. Bd. 190: 
MC 104926—W. J. Donlan Contracting Co., Waltham, Mass., certificate. 
June 15—Boston, Mass.—Hotel Manger—Examiner Garofalo: 
1. & S. M-2382—Printed matter and Sugar—New York area to New 
England. 
June 15—Chicago, IIl.—Sherman Hotel—Examiner Disque: 
FF 78—Truck-Rail Terminals, Inc., freight forwarder application. 
June 15—Little Rock, Ark.—Marion Hotel—Examiner Cantrell: 
MC 76118 and Sub. 1—H. R. Cook, Jonesboro, Ark 
June 15—Little Rock, Ark.—Marion Hotel—Jt. Bd. 215: 

MC 61616 Sub. 29—Missouri Pacific Transportation Co., St. Louis, Mo., 
certificate to extend operations. 

June 15—New Orleans, La.—Jung Hotel—Examiner Mattingly: 

W-115—Chotin and Pharr, Inc., contract carrier application. 

June 15—Philadelphia, Pa.—Gimbel Bldg.—Examiner Brooks: 

MC 104848—J. Baro, Douglassville, Pa., certificate. 


Renindee / ON SHIPMENTS 


TO OR 
FROM MEXICO 


“VIA AMERICAN, AIRLINES’ 


AIR EXPRESS” 


Thad dey Warels?.4e 

















AIR EXPRESS 


For passenger 


PAA, 


LCC erm AME RICAN- GRACE AIRWAYS 
CHRYSLER BUILDING, NEW YORK 


C. 2.; tan, 


Corumba, Brazil; 


BOLIVIA 


Ipiales, Colombia; and Buenos Aires, Argentina 


CHILE -« ARGENTINA BRAZIL 
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June 15—Springfield, |1l.—Hotel Abraham Lincoln—Jt. Bd. 13: 
MC 40817, Sub. 1—W. Daugherty, Charleston, Ill., certificate to extend 
operation. 
June 15—Springfield, 111—Hotel Abraham Lincoln—Examiner Cockrum: 


* 1. & S. M-2430—Confectionery, Bloomington, Ill., to Chicago, Ill. 


June 15—Washington, D. C.—Examiners Romero and Eddy: 

Finance 14554—Application of Terminal R. R. Association of St. Louis 
to acquire control of St. Louis Bridge Co., and Tunnel R. R. of 
St. Louis by acquisition of their respective capital stocks. 

Finance 14553—Terminal R. R. Association of St. Louis Securities. 

June 16—Denver, Colo-—Shirley-Savoy Hotel—Jt. Bd. 86: 
MC 10124 Sub. 6—Law Motor Line, Rocky Ford, Cota., certificate to 
extend operations. 

June 16—New Orleans, La.—Jung Hotel—Examiner Mattingly: 

Fourth Section App!i. 20802—Rates from and to points in Texas, 
June 16—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 16: 

MC 104483 Sub, 3—R. A. Hester, Sayre, Okla., certificate. 
June 16—Philadeiphia, Pa.—Gimbel Bldg.—Examiner Brooks: 

MC 104771—Shoemaker’s Sea Food, Harrisburg, Pa. 
June 16—Providence, R. !1.—Narragansett Hotel—Examiner Cox: 
* MC-F-2222—R.. E. Guerin Trucking Co., Inc., purchase, N. A. Taylor. 
June 16—Springfield, Mo.—U. S. Ct.—Jt. Bd. 179: 

MC 62621, Sub. 3—A. W. Shepherd Bus Lines, Springfield, Mo., cer- 
tificate to extend operation. 

June 17—Boston, Mass-—Hotel Manager—Examiner Garofalo: 
1. & S- M-2350—Classification exceptions ratings in New England. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to bay or sell. 
(Reader ate— $1 aan pry egedy Classified dnplay — $15 a cola inch 






HELP WANTED—Attorney and: registered practitioner who know 
how to read and interpret tariffs and harfdle complaints before I. C. C. 
Box 243, Traffic World, Chicago address. 


POSITION WANTED—Traffic manager, experienced all phases of 
transportation. 20 yrs.’ experience.’ Familiar with all territories—rail, 
water and truck, Also commercial warehousing problems and industrial. 
Box 244, Traffic World, Chicago address. 


SHIPPING GUIDES. Three weéks—three Guides—Tulsa, Oklahoma 
City, Kansas City. For information write Mike O’Keefe, Official Motor 
Freight Guide, 732 West Van Buren-St., Chicago 7, Illinois. 


i. C. ©. PRACTITIONERS. The only practical, authentic I. C. Law 
course available by mail. Restricted-to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 








WANTED—Competent experienced man as operating superintendent 
of wine and liquor warehouse. State age, anticipated salary, qualifica- 


tions and availability. Department 36-D, Box 26, Trinity Station, New 
York 6, N. Y. 


FOR SALE—DUMP SEMI-TRAILER 


GARWOOD HOIST and STEEL BODY, 18 ft. long, 7 ft. wide, 6 ft, high 
inside. 1200-24 Tires, 80% rubber. Air brakes. 


Standard Trucking Co., 645 Atlantic Ave., Perth Amboy. N. J. 








A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


85—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
150—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
17—Ballast, Composite, og 
25—Box, 36-Ft., 40-Ton; Steel En 
20—Dump, K & J, Automatic, ieYa.. 40-Ton 
4—Dump, Koppel, drop-door, 20-yd., 40-Ton 
20—Flat, 40-Ft., 50-Ton 

38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
10—Gondola, 50-Ton, High-Side, Steel 

30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicage 33, [lincis 
‘ANYTHING containing IRON or STEEL’ 





TRAFFIC WORLD Pf 


1. & S. M-2352—Cancellation of commodity rates, Boston to N. H, 
and Vt. 


1. & S. M-2367—Groceries, paper, sugar-—-Between New Engiand 
points. 
June 17—Brooklyn, N. Y.—Hotel St. George—Examiner Cox: 
* MC-F-2531—S. Lieberman, et al., purchase, Silver Line, Inc. 
June 17—Brooklyn, N. Y.—Hotel St. George—Examiner Cox: 
* MC-F-2510—A. L. Buch, et al., purchase, H. Jacobs. 
June 19—Buffalo, N. Y.—Hotel Buffalo—Examiner Haden: 
Electric Ry. Docket No. 17—International Railway Co. 
June 19—Frederick, Md.—Hotel Frederick—Examiner Cooper: 
* MC-F-2501—F. H. Urner, control, The Maryland Transportation Co, 
* MC-F-2502—The Maryland Transportation Co., purchase, O. G. Busey; 
June 19—New Orleans, La.—Jung Hotel—Examiner Mattingly: 
29078—Inland Waterways Corp. vs. Sou. Ry. et al. 
29146—Storage-in-transit of imported tea. 
1. & S. 5301—Storage-in-transit of imported tea. 
1.& S. 5302—Storage-in-transit of imported ivory nuts. 
June 20—Concord, N. H.—State Comm.—Jt. Bd. 20: 
MC 93701 Sub. 4—R. Bernier, Greenville, N. H., certificate to extend 
operations. 
June 20—Detroit, Mich.—Hotel Fort Shelby—Examiner Lawton: 
1. & S. M-2398—Detention and storage rules and charges in Michigan. 
June 20—Detroit, Mich.—Hotel Fort Shelby—Examiner Burge: 
1. & S. M-2420—Charges for delays in loading and unloading. 
June 20—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs: 


- p ee in rates over Southwestern Transporta 
on Co, 


I. & S. M-2425, 1st Sup.—Restrictions in rates over Southwestern Trans- 
portation Co. 


June 20—Washington, D. C.—Examiner Boss: 
1. & S. M-2414—Paper articles in middle Atlantic territory. 
June 20—York, Pa.—Fed. Bldg.—Examiner Cox: 
*.MC-F- 2380—K, J. Eisenhardt, control; Coastal Tank Lines, Inc., pur- 
chase, Wentworth Darcy Vedder and Vedder Oil Co., Inc. 


SEAPORT NAVIGATION APPLICATION 

In W-347, Seaport Navigation Co., of Eastport, Me., asks 
authority.to continue operations as a common carrier of com- 
modities generally, the year around, between Lubec, Eastport, 
Robbinston, Milbridge, and Jonesport, Me., and St. Andrews, 
N. B., Canada. The application showed that applicant had seven 
vessels in commission and operated, and that the applicant in- 
terchanged traffic with the Maine Central Railroad at Eastport, 
Me., and with the Canadian Pacific Railway at St. Andrews. 


SIGNODE GETS “E” AWARD 


The Army-Navy “E” award was presented to the Signode 
Steel Strapping Company, Chicago, May 20. Lt. Col. Evan A. 
Mattison, U. S: Army Air Corps, presented the award to John 
W. Leslie, president of the company, who accepted it on behalf 
of the employes. Lt. Commr. W. O. bertson, U. S. Navy, 
presented “E” award pins to the employes. Fred Marchev, 
president, Republic Aviation Company, formerly vice-president 
in charge of production for Signode, was master of ceremonies 
at award observances held on the grounds of the plant. 
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WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 
THE EASIEST WAY 


PRESERVE TARIFFSAND Ay 
TIME AND FLOOR SPACE 
FILING YOUR TARIFFS KAL 


4 AND 6 INCH DROP FRONT 
FILES A ARE INTERCHANGEABLE 
OVIDE FOR ALL SIZES AND 


TS IN THEIR PROPER 


WRITE FOR INFORMATION 
P. A. WETZEL & SON 
408 $. LOMBARD AVE., OAK PARK, ILL. 
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1 Trans- 


- Our greatest Pride 

f com. is the confidence shown us 

stor, by our many friends and shippers 
van in routing their freight PREMIER 
monies to Texas, Louisiana, 


Mexico and St. Louis, Mo. 


90 West St., N. Y. 6, N. ¥Y.—Phone CORTLAND 7-3812 


Offices and Agencies in P incipal Cities 





